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An index to the Seventy-first Volume of THE RAILWAY 
GAZETTE covering the issues from July 7 to December 29, 
1939, is presented as a Supplement to every copy of this 
week’s issue 








ELECTRIC RAILWAY TRACTION 
A Supplement illustrating and describing developments 
in Electric Railway Traction is presented with every copy 
of this week’s issue 








“ THE RAILWAY GAZETTE” 

OVERSEAS 

We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
with the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
as they are stopped under the provisions of Statutory 
Rules and Orders 1939, No. 1440 


DISPATCH OF 








TO CALLERS AND TELEPHONERS 
Consequent on the war and the blackout regulations, 
as an emergency measure to assist our staff in getting 
home before it is fully dark, our office hours (without a 
lunch interval) until Saturday, February 10, 1940, are :— 
Mondays to Fridays - 9 a.m. till 3.15 p.m. 
Saturdays - - - Q9a.m. till 1 p.m. 
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The Opening of 1940 
NEW year which opens in war, with Government con- 
trol of our railways, State supervision spreading over 
our main industries, the blackout, and with food rationing 
imminent upon the home front to chasten the spirit of the 
most hearty optimist—not to mention fog and ice to harass 
the operating man and the student of timetables—may not 
appear the most suitable for the usual seasonal greetings. 
Yet the unpromising start to the year encourages the hope 
that it may improve with age, even if it does not emulate 
the ugly duckling and grow into a beautiful swan. At least 
the New Year will be marked by great activity in railway 
operating, and the intensive working of the lines which 
marked the last quarter of 1939 will increase rather than 
diminish. The part the railways and associated industries 
are playing in the national effort has frequently been com- 
mended by those best able to judge. If the warmth of the 
greetings we have received from readers and advertisers 
may be our criterion, the British habit of yuletide oblivion 
to exterior cares has triumphed over our transient troubles. 
In thanking all those who have wished us well, we heartily 
reciprocate the sentiments expressed. 
x ** * * 


The L.M.S.R. 5 per cent. Preference Payment 


The announcement we published last week of the 
L.M.S.R. Company's decision to pay a final dividend of 
2} per cent. on the 5 per cent. redeemable preference stock, 
making the full rate for 1939, is in accord with expecta- 
tions. A year ago the directors deferred their decision 
until the full accounts had been completed. They were 
then enabled to declare the full 23 per cent. final payment 
as a result of substantial economies effected in the half- 
year. Since then the financial position of the company 
has progressively improved and there is no doubt that the 
amount (£484,957) required for the dividend on the 5 per 
cent. stock, as well as that (£4,756,350) needed for the 
service of the 4 per cent. preference issue, which ranks 
equally, are well within the earnings of the L.M.S.R. for 
1939. How great the margin of earnings may prove, it is 
impossible to estimate upon the scanty information which 
is now available of the operations of the lines. No 
authoritative indication has yet been forthcoming as to the 
basis of compensation which the railway companies will 
receive from the Government for wartime control, nor is 
there any information as to the rates being credited the 
companies for the carriage of Government traffic. With 
the approach of the junior stock dividend season the need 
for resolving these problems becomes urgent. 


* * * * 


Ministry of Supply Orders 

Mr. Leslie Burgin gives some impressive figures in his 
latest survey of the work of the Ministry of Supply. In 
the first four months of the war orders have been placed to 
the value of £234,000,000, excluding continuing contracts 
for raw materials, which amount to hundreds of millions 
of pounds a year. The Minister emphasised the quickening 
of the pace, both in production and in use, in the present 
war as compared with the last. Then the contribution from 
the United Kingdom in transport vehicles was about 40,000, 
whereas this time Britain will send more than 100,000 
vehicles in the first year. There are already on the 
Ministry’s list of contractors 15,000 firms, of which 2,190 
have been added since the outbreak of war. Since then, 
too, the Ministry has put in hand 20 new Ordnance 
factories at a cost of £45,000,000 and has extended the 
works of 300 contractors at a cost of £10,000,000. Te 
advise him on scientific and technical matters Mr. Burgin 
has established an advisory council, of which Lord 
Cadman is Chairman and Sir Harold Hartley is a member. 
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One Hundred Years Ago were actually taking a meal when the _— curves °-ere 
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By the beginning of 1839 a severe reaction had set inas Ves Wave es — ‘ In the haere sh ryfory le 

. re cs a faa s a ne cing has been intr« red a ‘3 m.p.h 
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: y " : e 4 5 ‘Ss ; e Mule and Naples, DS 
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saw not a single new railway company authorised by Par- 
liament. The additional mileage sanctioned during the 
year was but six, and as the Northern & Eastern Railway 
secured powers to abandon the 25 miles of its authorised 
line north of Bishop’s Stortford, the net result of the year 
in Parliament was a reduction of 19 miles in the total of 
authorised railways; 24 railway bills received the Royal 
Assent, all authorising raising additional capital. This 
period of marking time in railway promotion, however, 
saw the opening of many lengthy sections of railway pre- 
viously authorised, totalling for the year 1840 nearly 
530 miles. Among railways inaugurating their first sections 
included the London & Brighton Railway which 
opened the section from Brighton to Shoreham on May 12; 
the Manchester & Birmingham Railway (Manchester to 
Stockport) on June 4; the Birmingham & Gloucester Rail- 
way (Cheltenham to Bromsgrove) on June 24; the cable- 
operated London & Blackwall from Minories to Blackwall 
(5-ft. gauge) on July 4; the Maryport & Carlisle Railway 
(Maryport to Arkleby Pit) on July 15; and the Northern & 
Eastern Railway from Stratford to Broxbourne on 
September 15. 


were 


West Coast and ‘* Midland 


Probably the most important series of openings of 1840 
were those which contributed towards providing a ‘‘ Mid- 
land and Eastern ’’ route to Scotland which was the fore- 
runner of the present East Coast route and was developed 
under the zgis of George Hudson, the “ railway king.”’ 
The Midland Counties Railway, which had been opened 
between Derby and Nottingham in 1839, was extended 
from Trent to Leicester on May 5, 1840, and became a real 
main line on July 1, 1840, when the further section from 
Leicester to Rugby was opened, providing a junction with 
the London & Birmingham Railway. Northwards of 
Derby this route was extended by the opening of the North 
Midland Railway from Derby to Masborough (for Rother 
ham) on May 11, and thence to Leeds on June 30. On 
the last-named date the opening of a further section of 
the York & North Midland Railway completed rail con- 
nection to York. On the West Coast, the opening on 
July 16 of the Preston & Wyre Railway (Preston to 
Fleetwood) and the completion on August 12 of the 
Glasgow—Ardrossan line, enabled an Anglo-Scottish 
through service to be inaugurated, with a steamship link 
between Fleetwood and Ardrossan. 


” 


and Eastern Routes 


* * * * 


Italy Breaks Speed Records 

The special run made by one of the Italian three-car 
electric trains between Florence and Milan on July 20 
last, and described elsewhere in this issue, can claim at 
least five railway records. First, it maintained a start-to- 
stop overall speed of 101-°8 m.p.h., the first railway run 
on record at more than 100 m.p.h. from start to stop. 
Secondly, the top speed of 126 m.p.h. is the fastest ever 
attained with an electric train of normal type carrying 
passengers. Thirdly, a speed of 82-90 m.p.h. was main- 
tained up a long grade at an average of 1 in 109 and as 
steep as 1 in 85 in parts. The fourth record was the speed 
at which numerous curves were negotiated, the figures 
being 63 m.p.h. round a 20-ch. curve, more than 
80 m.p.h. on 30-ch. curves, and 90 m.p.h. round a 35-ch. 
curve. The formula governing curve speed was taken as 
V 5:5 4/R (metric)—or V 15-°34/R (English)—and 


is said to have given no inconvenience to passengers who 


included, and this is the first 70 m.p.h. booking in E 
for a distance of 500 miles or more; the actual runnin 
is equivalent to a speed of 72:1 m.p.h. 


Maximum Rail Speed 

The maximum speed of the record-breaking | 
electric train on July 20 1939, attained on a sliv:itly 
falling gradient, was 203 km.p.h., which works 
126 m.p.h. On a previous high-speed test in 1937 bet 
Rome and Naples a maximum of 125 m.p.h. had 
attained, but down a gradient of 1 in 167. It is curicus 
that apart from single vehicles designed exclusivel 
high-speed experimental purposes—such as the Kru 
burg propeller-driven car, which in 1931 touched 
m.p.h.—125 or 126 m.p.h. appears at present to repre 
a maximum speed for any kind of propulsion on 
With steam the L.N.E.R. 3-cylinder streamlined P: 
locomotive Mallard, in the summer of 1938, moment 
attained 126 m.p.h., in the course of five miles at 
120 m.p.h., mostly down a 1 in 200 gradient; the stre 
lined German 3-cylinder 4-6-4 type used on the Berli 
Hamburg service, previously credited with a maximun 
124} m.p.h., is claimed now to have reached 126 m.p 
With diesel propulsion the figures available as to test runs 
do not indicate quite such high maxima; the Deny 
Zephyr of the Burlington has touched 116 m.p.h., and « 
of the Union Pacific diesel trains 120 m.p.h. 

e “s * + 

German Signalling and the Reichsbahn Accidents 


An unlucky combination of circumstances has probab! 
had much to do with the widespread attention directed to 
the recent Reichsbahn accidents of which we publish a list 
on page 33. The heavy casualties involved, however, have 
no necessary connection with the gravity of the errors o1 
defects to which the accidents were due. For example, 
rear coach crowded with standing passengers may co! 
vert what might otherwise have been a minor mishap into 
a major disaster. We imagine signalling mistakes to have 
been the cause in most of the accidents. There is rela 
tively little track circuiting in Germany, due to some 
extent to the large amount of steel sleepered track, and 
although the A.T.C. on the main lines is a valuable safe 
guard against a driver’s error, it is, for the most part 
merely an adjunct to manually-operated signals and thus 
affords no security if these are incorrectly manipulated 
Unfortunately accident reports such as those issued by the 
Ministry of Transport in Great Britain are not published, 
and persons outside official circles can learn the facts only 
of selected cases of which accounts may occasionally be 
printed for educational purposes, such as we reproduced in 
our issue for August 5, 1938 (p. 244). 

* * * * 
Station Block Working in Germany 

The Germans make a clear distinction between block 
working outside and inside station limits. The latter is 
always under the control of a supervising official, from 
whom the signalmen receive orders. In North Germany 
he is often stationed in one of the signal boxes, of which 
there is frequently one at each end of the station, electric 
locking mechanism being used to enable him to regulate 
the working in the other one. No running movement may 
be signalled without his consent. In South Germany 
this official is more often seen occupying a controlling 
room in the middle of the station, and the locking is more 


XUM 





XUM 
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and less reliance is placed on his memory than 
North. Re responsibility of the signalmen may 
said to be less than it is in this country, although 
es say he r they are not to act on orders without, 
is possible, verifying facts for themselves. Acci- 
re known to have occurred because of wrong 
having been given, as when a supervisor has for- 
ehicles left standing in a station and called for 
sionals to be cleared, the signalman in turn not 
looked to check the state of the line. Several other 
ntal countries follow this system of working. A 
ehensive outline of German signalling appeared in 
sue for September 10, 1937 (p. 443). 
* x * 


St,camliners in America 
iting from February, 1934, when the first internal- 
ustion engined streamliner, City of Salina, began its 
tour, the streamlined train whether fast (e.g. 
Denver Zephyrs), medium (e.g. the Minneapolis 
Rocket), or slow (e.g. the Daylight) has dominated 
\merican railway publicity. It is not to be denied that 
trains have done American railroading much good. 
Most of them are diesel driven, and as in other coun- 
the diesel has not only provided fast, safe economical 
but has brought on express steam locomotive per- 


ition 


mance amazingly. A good deal of trouble has been 
n by the U.S.A. railroads to find out just how much 
the traffic carried by the new super speed formations 
new traffic, and not made up simply of travellers 


other trains. The results show that an 
preciable portion consisted of travellers who would 
erwise have gone by bus, private car or air, but the 
imber of trains involved is so small that, of itself, this 

traffic cannot be responsible for more than a negli- 


rted from the 


le amount of any increase in the railways’ total 
enues. The value of a small number of streamlined 
ns is almost entirely in making the public railway- 


nded, and in forcing up the speed of other trains. Not 
til the average speed of all trains, freight or passenger, 


increased substantially, will the potentialities of the 
treamliner be tapped to any degree 


De Minimis Curat Lex! 
When the red tapeworm, under the stimulus of war, rears 
» head higher than usual, the uprising is frequently grim 
d ugly, occasionally rather pathetic, and all too rarely 


nged with humour. Recently, however, a story exempli- 
tying the third feature came to our notice, and, as the 
ecounter thereof was the protagonist in the comedy, 


sceptical readers, sensing another rumour, can be of good 
heer. It appears that, on arrival at a terminal station 


somewhere in Greater London,’’ our friend, who was in 


inform, sought information in the customary office 

garding the time of his last train home. Gallio, how- 
ever, in the guise of officialdom, cared for none of these 
things and brusquely directed him to the R.T.O., adding 


that he was not authorised to answer enquiries from Ser- 
vicemen. Loud expostulations naturally followed, in the 
midst of which a civilian arrived with a similar thirst for 
knowledge, which was immediately slaked; being the per- 
lect opportunist, the rejected suitor asked the successful 
one to do him a small favour, which of course he did, and 
the tableau was completed by the two men departing in 

gale of laughter and leaving the third party to gnash 
his teeth in impotent rage. The whole episode savours 
somewhat of the action of a guest at a club who, prevented 
irom paying for a round of drinks, quietly passes the 
money to a member; but doubtless there are other good 
parallels. As for the moral but alas! words fail 
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Victorian Government Railways 


HE prolonged and widespread drought materially 
affected the operations of the Victorian Government 
Railways during the year ended June 30, 1939, and the 
financial result of the working of the railways, tramways, 
and road motor services was a deficit of £952,066, a 
regression of £710,113 in comparison with the previous 
year. There was a decrease of £448,829 in the gross 
revenue from all services and an increase of £237,568 in 
working expenses, and payments on account of interest, 
exchange, &c., increased by £23,716. Railway gross 
revenue was down £451,609 and railway expenses were up 
£299,475. Railway mileage was increased by the opening 
to service as from August 15, 1938, of the Yarrawonga— 
Oaklands line, which runs into New South Wales from the 
Victorian terminus at Yarrawonga. It was constructed 
under the provisions of the Border Railways (New South 
Wales and Victoria) Act, No. 3194. 

Country passenger traffic showed a considerable expan- 
sion, with an advance in numbers of 727,247 or 12:43 per 
cent. and an advance in receipts of £144,153 or 10-29 per 
This improvement is somewhat discounted by the 
fact that travel in 1937-388 was much restricted by the 
epidemic of infantile paralysis. In comparison with 
1936-37, however, country passengers in the year under 
review increased in number by 9-4 per cent. and brought 
in 46 per cent. more in receipts. Suburban traffic has 
not expanded in anything like the same _ proportion. 
Under direction of the Governor in Council, a reduction 
of 20 per cent. was made, as from October 1, 1938, in 
the periodical ticket fares between outer suburban stations 
and Melbourne, with consequential adjustments at some 
other stations. The loss of revenue involved, amounting 
to £33,750, has been paid to the Railway Department by 
the Treasury. Total first class receipts in 1938-39 were 
£1,307,075 or 33-9 per cent. of the total passenger receipts. 
Corresponding figures in 1937-38 were £1,254,220 and 
34:1 per cent. Accompanying the general improvement in 
passenger travel there was an increase of £24,122 in 
the receipts from dining car and refreshment services, 
which totalled £370,984. Within the last five years the 
average speed of steam passenger trains (i.e., the average 
speed between terminals including stops en route) on 
country services has increased from 27-9 to 32-2 miles an 
hour. Additional buffet car facilities have contributed to 
this improvement, and the popularity of the streamlined 


cent. 


air-conditioned Spirit of Progress train continues to 
increase. Mainly because of the drought, and (to some 


extent) to the bush fires in January, goods and livestock 
traffic decreased by 1,282,516 tons or 17-7 per cent., and 
the revenue therefrom by £668,859 or 13-5 per cent. In 
wheat alone the decreases were 628,129 tons and £417,372 
The substantial improvements previously made in fre- 


quency and running time of goods train services were 
continued during the year with satisfactory results to the 
public. Some railwé iy figures are given in the accom- 


panying table :— 


1937-38 1938-39 


Miles open 4,721 4,759 
Train-miles — se 17,916,763 17,889,634 
Net earnings per train-mile 2s. 1-52d. s. 4-42d. 
Passenger journeys .. 137,894,676 142,123,567 
Goods and livestock, tons 7,258,369 5,975,853 
Operating ratio, per cent. 80-43 86-82 
f f 
Passenger revenue 3,676,147 3,854,681 
Goods and livestock revenue 4,944 806 4,275,947 
Total earnings 9,735,075 9,283,465 
Working expenses 7,830,252 8,059,727 
a earnings 1,904,823 1,223,738 
Capital expe nditure 51,164,416 51518, 542 


eclietashia reductions effected 
including goods train mileage, 


In working 
under various 


expenses 
headings 
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were more than counterbalanced by uncontrollable factors. 
Salaries and wages increased from £5,871,451 to 
£6,064,800 mainly due to awards by  wage-fixing 
tribunals, and the higher cost of coal accounted for an 
increase of about £40,000 An additional 374 wagons and 
four cars were fitted with automatic couplings during the 
year, and as at June 30, 1939, 78 per cent. of the total 
goods stock was completely equipped. The total mileage 
of welded track is now approximately 325 miles. During 
the year 15,500 welds were made by the flash butt process 
and 5,450, im situ, by the Thermit process. 


* * * * 


French Locomotive Cylinder Performance 


AS was abundantly evidenced by M. André Chapelon 
. in his book “ La Locomotive 4 Vapeur,’’* a work 
deservingly described as a classic of locomotive literature, 
remarkable progress has been made by the French railways 
during the past ten years in developing the efficiency of 
the steam locomotive. The advances made can be summed 
up by the statement that the Paris-Orleans Railway 
started with a reasonably efficient 4-6-2 four-cylinde 
compound locomotive weighing about 98 tons, and giving 
about 2,200 i.h.p., and by improving the boiler and supet 
heater and redesigning the cylinders a 4-8-0 type loco- 
motive was evolved which developed about 3,700 i.h.p. 
with an increase in weight of only about 9 tons. The 
September issue of our American contemporary, the 
Railway Mechanical Engineer, contains a useful summary 
by Mr. Lawford Fry of the results obtained under test 
conditions with these rebuilt locomotives in which the 
use of the steam was very carefully studied by the French 
designers, resulting in a cylinder performance which ranks 
very high for power and efficiency. The locomotive as 
altered was described in THE RAILWAY GAZETTE of July 14, 
1933. It has two high-pressure cylinders 17-3 in. dia. 
by 25-6 in. stroke and two low-pressure cylinders 25-2 in. 
by 25-6 in. Each pair of cylinders has an independent 
Walschaerts valve motion actuating oscillating-cam poppet 
valv 3. 

In re-designing the engines special attention was given 
to (a) delivering steam to the high-pressure cylinders with 
high superheat and the least possible drop below the working 


* Reviewed in THe RatLwav GAZETTE of April 15, 1938 


pp 749-53 
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boiler pressure, (b) proper division of power develop: jent 
between h.p. and |.p. cylinders and delivery of steam \:om 
the h.p. to the l.p. cylinders without undue loss, a: 


exhausting steam from the l.p. cylinders with thi st 
possible back pressure. The work was carried ow so 
successfully that at 69 m.p.h. in the range between © 200 


and 3,000 i.h.p. the steam consumption is consta 
11-6 lb. per i.h.p. hr. and even when pushed to the 

mum of 3,200 h.p. at this speed, it does not riss 

13 lb. peri.h.p. hr. This high efficiency plays a larg: 

in making it possible for a locomotive weighing onl 17 
tons (of 2,240 lb.) to develop 3,700 h.p. or one h.p. fo: 

65 lb. of locomotive weight. With his summary 
Lawford Fry reproduces a graph showing that the s 
temperature rises from about 715° F. at a steam prodi 

of 20,000 Ib. per hr. to about 790° F. at the maxi 
output of 50,000 Ib. of steam per hr. One of the d 

ing points emphasised by M. Chapelon as import . 
that these high temperatures are obtained with o 
small drop in steam pressure between the boiler an: 
steamchest. With a boiler pressure of 285 Ib. per s 

the steamchest pressure is not lower than 275 lb. per s 

at the maximum rate of 50,000 Ib. of steam per hr. A 
more normal working rate of 40,000 Ib. of steam pe: 

the pressure drop is only about 7 Ib. per sq. in. 

Mr. Lawford Fry comes to the conclusion that the Ir 
demonstration of locomotive efficiency obtained by at 
tion to details of design offers a challenge to Ameri 
locomotive engineers. He might have gone further | 
included those of other countries as well. High speed 
being demanded, and for high speeds reduction in 
motive weight is of the first importance. The P 
Orleans results raise the question as to the gains that m 
be secured from the use of still further improved front s 
and higher steam temperatures and pressures with 
high ratio of expansion made possible by compou 
cylinders. For really high speeds on railways increas 
efficiency becomes of the first importance and the ines 
able opposition of mass to acceleration puts a premiun 
on light weight for a high-speed locomotive. The final 
suggestion made by the author is that in view of the result 
obtained by the French compounds an opportunity now 
arises for a revival of compounding in America. A 
signer who would combine this with other opportunities 
for engine efficiency might go far in improving the alread 
high standing of the reciprocating steam locomotive 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Emergency Services 


55, Becmead Avenue, 
Streatham, S.W.16 
December 29 
lo THE Epiror or THE RaILway GAZETTE 

Sir,—Among interesting features of current Southern Rail 
way train services to which attention does not seem to have 
been drawn is the fact that since November 20 the 11 a.m. 
fast to Brighton has consisted of a five-car Brighton Belle 
Pullman unit and a four-car corridor unit, a combination 
not seen before. Formerly the 11 a.m. was the all-Pullman 
Brighton Belle, non-stop in 60 minutes. With stops at East 
Croydon and Haywards Heath it now takes 64 minutes 
When the emergency timetables of October 16 came into 
force, two steam trains of many years’ standing disappeared. 
These were the 5.8 p.m. London Bridge to Horley and 
Forest Row, which was, before electrification, the slip off the 
9.5 p.m. Eastbourne express. When slipped this train con- 


sisted of four non-corridor coaches, but up to October th 
train consisted of seven corridor coaches. The other stea 
train to be curtailed is the 5.25 p.m. London Bridg 
Reading, with its return working due at London Bridge 
9.48 a.m. There was no return working from Forest Row 

a Three Bridges, owing to the track layout at Thr 
Bridges. 

Yours faithfully, 
W. A. SHEPHERI 


Somewhere in the North 
December 

fo tHE Epritor or THE RatLway GaAZETTI 
Str,—I am in full sympathy with Mr. Masters who 
plained recently in your columns of the consistent unpun 
tuality of local and suburban trains. I travel each morning t¢ 
work on a train carrying many business and still mor 


working men from a large town to a city eighteen and a halt 


tnd ted fon OO 
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; 
stariing just before 7 a.m. With nine inter who have no such charitable intentions? When the war is 
tops the train, which originates at the town over will they gloat with pride over the treatment meted to 
is allowed 56 minutes for the 18} miles. Our them or will they be filled with bitterness and resentment 
ls in recent weeks are listed below for the six days in remembering lost jobs, late arrivals at work or for pleasure 
or other embarrassment? I fear the latter, especially when 
Minutes Late On local omnibus services once more become frequent, and the 
Mon. Tues. Wed. Thurs. — Fri. Sat. railways may yet rue the day they abused their local 
ood » @ 99 20 = + “4 passenger traffic. . ae Sa: 
27 8 13 10 2) 20) 15 I have no complaint against main-line traffic in recent 
| 15 25 30 36 33 30) wecks. On my own few journeys time-keeping has been 
I] 6 34 40 +7 22 30 xemplary, and my remarks must be taken as being directed 
ring that there have been no air raid warnings in olely towards the local services. The heavy freight traffic, 
ind that it has been notable in that the usual the parcels, the perishables, the blackout have all shared the 
ogs have not been experienced, the figures are not blame, but the public is sceptical, and now has tired of 
I myself have complained three times, and | excuses. : 
some passengers have written to their M.P. a rhe iron is still hot but will not remain so for ever. There 
en have lost their jobs through perpetual lat is still a chance of preventing the sympathies of larg 
but the figures for the last week show the opposite numbers of the public from being alienated for ever. But 
vement will the railways accept the challenge? 
| f am a die-hard train traveller and would go out Yours faithfully, 
to travel by train. 3ut what of the majority JOHN PR. FIRTH 
. ’ y boxes and boilers and their accessories, 
PUBLIC ATIONS RECEIVED injectors, feedwater heaters, superheated 
steam and superheaters, the steam 
Railway Posters and the War, on the question. These reprints are CCU and power developed in cylinders, 
No. 2 London THE RatLway classified into seven sections, carrying V@lves (slide, piston, | and = Caprotti 
GS 33, Tothill Street, S.W.1 the student through the past, present, Stephenson and  Walschaerts link 
7 5 in. Price 6d. net.—The and future states of the railways, and ™0tions, tractive effort, ejectors and 
f os vacuum brakes, wear and lubrication, 


nber of this booklet was issued leading up to the last two sections, 


; ricants anc ‘icator i ‘ 
mber 1, and was a collection which deal with the arguments for and lubricants and lubricators, location and 


rs notifving the public of drastic against Government ownership. rectification of faults. At the end ot 
sie. ail wmivetiteiins tail eonmiealRa ites each section, questions with detailed 
made necessary by wartime University of Illinois Bulletins. answers Clarify the subject well, and 
in The secosd nesmber, which The following bulletins have recently eight plates and numerous good dia 
been issued, is of posters giving been issued in Volume XXXVII by the grams, some mM colour, illustrate the 
f some modifications in carriage University of Illinois, Urbana text \ detailed index, absent in the 
reinstatement of train services, No. 5 “The Effect of Range of book, would add further to its value 
ypening of tube stations with pro- Stress on the Torsional Fatigue Strength in practice, 
vorks completed, and restora of Steel By James O. Smith. Price Firth-Brown Nitralloy Steels. 
other amenities such as restau 45 cents = = We have received an attractive bro- 
I irs and cheap tickets. No. 6: Fatigue Tests of Connec chure describing the Nitralloy steels 


By Wilbur M. Wilson 
Price 30 cents. 


tion Angles.”’ 

The Thir- and John V. 
Handbook, No. 7: ‘‘ Papers Presented at the 
} r Aly Missouri, U.S ng war ok a foe the grades, properties, manipulation 
tl Publishers Columbia 8] in May 23-25, 1939.”’ Price 50 cents — ee = ee see 
og “yee eri Ens No. 10: “Stress. Str ie classed together under the above name. 
Ae EE apes SEES ans sie Stress, Strain, and Struc [hese special steels, which are surface- 


-1-6( ( re )z age.’ ; > . , 
; 31-60 (two - ul I nie F. Moore. hardened in an atmosphere of ammonia 
mes) net.—Few subjects have given Price 15 cents. gas by a low-temperature treatment 


o so much discussion in the United although not of universal application, 


produced by Thos. Firth & John Brown 
Limited, of Sheffield. It presents the 
latest data and information concerning 


American Railroads : 
teenth Annual Debate 
1939-1940, Vols. I and II 


Coombe. 


85 (single volume By Herbert 


States, now and in the past, as the The Locomotive, its Operation are eminently suitable for engineering 

ncial problem of the American rail- and Maintenance Directions for work which requires maximum resist- 
ways. The matter has assumed, of late Drivers and Firemen. By Mo- ance to abrasion and for details 
vears, an even more acute form, due to hammed Faizy. Cairo: Egyptian machined to precision limits The 
competition by road, air, and water, and State Railways Press, 1939. 246 pp. 


special features and advantages of the 


the position of the railway companies is 1} in. 63 in. Illustrated. No price nitriding process are dealt with in this 
h as to have given rise to suggestions indicated. -This book is written in brochure, and descriptions are given 
leading to some form of State owner \rabic by the Deputy Chief, Fuel of the physical and mechanical pro- 
s} [he subject chosen for the Economy Section, Egyptian State Rail- perties of the various nitralloys and how 
rteenth annual Debate Handbook ways. As its title indicates it is meant to manipulate and fabricate them. 
could therefore hardly have been more primarily for drivers and firemen on Some applications are also described. 
opportune. The question for debate is this railway, but it should be also of 
phrased in the following form: ‘“ Re- valuable assistance to native engine Cast Aluminium.—Gravity dies, or 
solved: That the Federal Government crews in all Arabic-speaking countries. chill moulds, are largely used in the 


hould own and operate the railroads.”’ There are introductory notes by H.E production of small- and medium-sized 


Volume I contains 16 original articles by Sir Mahmoud Shaker Pasha, the General aluminium alloy castings, particularly 
leading authorities on the subject of Manager, and Mr. A. S. Bobby, the where large quantities offset the initial 
railways (including one relating to the Acting Chief Mechanical Engineer, of cost of the dies. Information about the 
( idian railways) and dealing with all the Egvptian State Railways. processes, the most suitable alloys, and 
the different phases of the question ; The author, who evidently writes details of the co-operation needed 
finance, technology, charges, &c. ; with from practical knowledge of his subject, between designer and foundry is given 
a comprehensive bibliography. Volume starts with an exposition of the duties in the latest Sales Engineering Bulletin 
Il is made up of reprints from recent and responsibilities of cleaners, firemen —entitled Gravity Die Castings im 

iblications, official or otherwise, also and drivers, and follows with lucid Aluminium Alloys—of the Northern 


leading authorities, having a bearing 


chapters on fuel and combustion, fire- 


Aluminium Co. Ltd. 
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THE SCRAP HEAP 


Che following Christmas musing was 
sent us by a member of THE RAILWay 
GAZETTE staff at present serving in the 
Roval Air Force : 

I love to strut with martial air 

In Hamble’s leading thoroughfare 

\ figure counselling discretion 

lo all who contemplate aggression 
Yet oftentimes I must reflect 
That something’s marring the effec 

\bove the neck, beneath the hat, 

here is the thing I cavil at 

No uniform can quite displace 

[he sad shortcomings of my face 
Nor buttons polished bright disguise 
Che peaceful dullness of my eyes 
This face of mine was erstwhile seen 

Each morning on the eight-fifteen 
\nd every noon it took its ease 
In Lyons or in A.B.( S 
Or frowned in contemplative mooc 
\t Vernon or at Littlewood 

Hence fragile, fic kle aeroplane ! 

Set me upon the ground again 

Seek for my heart! It will be found 

In rush hours on the Underground 

Or hanging with a plaintive sigh 

Round London’s leading termini 


B. K. ¢ 


* * * 

\ London Transport trolleybus driver, 
Mr. Charle Barcham, has been ap- 
pointed a Justice of the Peace for Kent, 
attached to the Dartford bench Mr. 
Barcham, who is a Socialist member of 
Dartford Borough Council, began driving 


tramecars in 1906. He is a prominent 
trade unionist 
‘ * * 
Hitler, alarmed by the number of 
wartime railway smashes in Germany, 


has ordered a new crash-proof railway 
coach for himself. The new Hitler coach 
has been put through a series of strenu 
ous tests. Storm troopers were ordered 
to sit in it while it was run into a goods 


train at 50 m.p.h [The coach was 


derailed, the buffers bent, and one end 
dented in But the men _ thankfully 
escaped with a_ shaking Later the 


coach was dumped over a 120-ft. em 
bankment in the Black Forest Chis 
time no one could be found to sit in it 
But Hitler will see a film of the crash, 
ind will then decide whether he approves 
f the design From‘ The Daily Mail.” 
‘« *k . 

During the early part of the 1914-19 
war, Mr. Walter Paterson, who retired 
on December 31 last, was District Loco- 


motive Superintendent at Blackpool, 
where 1 number of refugee Belgian 
fitters and labourers were employed 


L.M.S.R. engine 
some M0) 


it what is now the 
sheds he also remembers 
vomen be Ing employed on various jobs 
with the servicing of 
Moor (near Bradford 
District Locomotive 
Superintendent during the latter part 
yf that war The most unusual job that 
fell to Mr. Paterson’s lot during his 
$17 years of railway service was to dis- 
mantle in a river bed a locomotive 
vhich had fallen 45 ft. through a viaduct 


connected loco 
motives at Low 


where he was 


at Penistone, on the Sheffield and 
Huddersfield line, about twenty years 
igo 





Two days after Christmas the 
L.N.E.R. moved a farm 250 miles from 
Northumberland to Norfolk by special 
train, and the whole of the task was 
completed a day later. About 100 
head of cattle were loaded into 13 trucks 
and other wagons contained household 
effects, a motorcar, and miscellaneous 
farm implements. 
Special care was taken with the farmer’s 


accessories and 


favourite rose bushes. The train in- 
cluded a corridor coach for the farmer, 
his family, and some of his staff. A 


fortnight previously 150 sheep had been 
sent from Northumberland to Norfolk 
in the sam way 

- * * 


GREEN LIGHT TORCHES 

Please don’t use green or red paper to 
dim your pocket torch One of the 
railways has already experienced diffi- 
culty by the inadvertent waving of a 
green light by a passenger which had 
the effect of starting a train owing to 
the driver mistaking the green torch- 
light for the official right away ”’ sig- 
nal Similar circumstances may arise 
with red lights, and should an unofficial 
light be shown during the rush hours, 
casualties may occur It is much safer 
white or yellow paper. Torches 
should be shone in a downward direction. 

1 notice issued by the Railway Execu- 


tive Committee 


to use 


Mr. Jimmy 
spector of the 


* * 
Whitworth, a vard in 
L.M.S.R., is retiring on 


A recent poster issued by the Railway 

Executive Committee caricatures our 

blackout difficulties at stations. The 

national ability to find humour in its 
trials is well exemplified 


January 5, 1940 


January 16 after 40 years of 


we 
service. For the past five y Me 
Whitworth has been installed in all 
office under the bridge at the of 
Platform 13 in Euston statio: His 
job there has been to watch 1 4()() 
trains which arrive and depar ily 
from the station, and to note tl} ke 
up of every train. He has to 
attend to the marshalling of les 
for passenger, horse and Carria id 
parcels trains. 
oe * « 

The dedication of the new W 
transmitter of Westinghouse ra a 
tion KDKA at Pittsburgh, a Y 
19th anniversary of the statio: rst 


broadcast in 1920, have been 
by the recording, on wax trans n 
discs, of forecasts by leading Y 
alities in the city, of the achie\ ts 
of the next 20 years. The 
which have been hermeticall\ | 
in a glass crypt, are intended 
taken out and broadcast in 195¢ 
greeting from the past, on the 
anniversary of KDKA. The for 
were recorded by the President 
Westinghouse Company, the Pre 
of the National Broadcasting Com; 
and certain leading divines an 
dustrialists of the city 

* * * 


ROAD AND RAIL CO-ORDINATIC 

[wo girls who were thrown int 
River Irwell when part of the roadw 
near Exchange station, Manch: 
subsided and fell into the river o1 
Saturday were rescued with only sh 
and bruises. The girls were waiting f 
a bus when the road caved in and 


30 ft. on to the river edge. Falling 
masonry and earth missed them by 
inches. Police and firemen res¢ 

them, and they were assisted bi 


Wilfred Schofield, a van boy employ: 
by the L.M.S.R. at Victoria statior 
who borrowed two lengths of rope, tied 
one around his waist, and climbed 
down a tramway standard which rested 
on the river mud 


« am a” 

Mr. T. O. Callender, a Director of 
Callender’s Cable & Construction Co 
Ltd., and Mrs. Callender, decided 
before the outbreak of war to have 
their country home, Bidborough Court 
made ready in every respect in the 
event of children being evacuated to 
the country, and since the beginning 
of the war they have had _ twenty 
children from the Charlton Manor 


school staying at their home. Phe 
children have devoted much of thei 
spare time while in the country to 


handicraft work and examples of their 
work have recently been viewed by 
Princess Elizabeth and Princess 
Margaret. 


* * x 

The very debatable question ol 
tipping reminds us of the tale of the 
rich man who gave the porter sixpence. 
“Your son, Mr. John, sir, always gives 
me _ half-a-crown,’”’ said the porter. 
“Ah! yes,’ said the wealthy parent, 
“ but then he’s got a rich father ! ”’ 


—— 
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| OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


I an Railway Improvements 
ult of negotiations with the 
Council, the administra- 
upon a scheme of 
ents at Durban involving an 
re of about £2,000,000. — In- 
1 the scheme are a new 
isting £420,000 and the removal 
railway from the 
f the city to Congella. In 
the administration has now 
back to the Corporation the 
ipied by the old Point railway. 


) ity 
lecided 


workshops 


Jew Passenger Station and 
Street Improvements 
new station will have seven 
platforms accommodating four- 
ns, the longest being 1,200 ft. 
shortest 500 ft. The station 
estimated to cost 
it will rise three storeys or 
ind face a handsome garden and 
parking area on an extension of Aliwal 
Street The City 


some 


DU : 


Council will receive 
the present railway ground between 
\liwal Street (extended) and Walnut 
Road to Ordnance Road. Thus Aliwal 


Street will be extended right through to 
Road, creating a new exit 
the city proper. The gardens and 
rking areas at the proposed new 
station will occupy 500 ft. square and 
1ew building will be designed so 
that it will be a credit to Durban. 
\liwal Street extension is to be beauti- 
by the Corporation. 
rhe transfer of the workshops and 
stores will release 44 acres of land for 
purposes ; the Corporation will 
receive nearly half of this. The adminis- 
1 tration will reserve the rest—exclusive 
of the 500 ft. square for the gardens 
for railway purposes. In addition, there 
will be new carriage sidings and other 
facilities, including all-electric colour- 
light signalling, to be installed at a cost 
(62.000. 





] ther 


New Workshops and Stores 

It is anticipated that the first section 

of the shops and stores to be removed 

to Congella will be the erecting shop, 

; and the land at Umbilo and Congella 

for the new workshops will occupy an 

area of 300 acres adjoining the main 

south coast road between the electricity 

supply station and the Umbilo river. 

rhis river will be canalised on a straight 

route to the bay, the canal to be several 
hundred feet wide. 


UNITED STATES 


i More Diesel Trains 


\ \ third competing diesel service was 
added on November 12 to the two 
S already operating between Chicago and 
r. Denver (the City of Denver of the 
t, ( bined Union Pacific and Chicago & 
North Western Companies and_ the 


XUM 


Denver Zephyr of the Chicago, Bur- 
lington & Quincy); this is the Rocky 
Mountain Rocket of the Chicago, Rock 
Island & Pacific RR. The latter, with 
its schedule of 19 hr. eastbound and 
19} hr. westbound, takes roughly 33 hr. 
longer than the City of Denver and the 
Denver Zephyr, though it follows a 
longer route of 1,084 miles. The Rocky 
Mountain Rocket leaves Chicago daily at 
1.55 p.m., and on the return trip leaves 
Denver at 1.15 p.m., completing its 
journey at breakfast time the following 
day. Another new diesel train went into 
service early in December on the Florida 
East Coast main line between Jackson- 
ville and Miami, named Henry M. 
Flagler in honour of the builder of the 
railway. Zephyrs complete 8,000,000 
miles. 


Zephyrs complete 8,000,000 miles 

At 8.12 a.m. on November 5 last the 
eastbound Denver Zephyr completed 
the eight millionth mile covered by the 
Zephyr services of the Burlington Com- 
pany, now numbering nine in all, since 
the first of these trains was placed in 
service on November 11, 1934. The new 
diesel-operated version of The 400, 
which the Chicago & North Western 
put in service between Chicago, Mil- 
waukee, St. Paul and Minneapolis, on 
September 24, 1939, carried 12,186 pas- 
sengers in the first month of its opera- 
tion, as compared with 8,047 passengers 
carried by the previous steam train in 
the corresponding month of 1938. The 


63-hr. schedule for the 408 miles 
between Chicago and St. Paul is main- 
tained despite an additional stop at 


Evanston. 

The C. & N.W. administration has 
not regarded the time propitious for 
doubling the daily journeys of The 
400, like the morning and evening 
workings of the Hiawatha or the Bur- 


lington’s Zephyr diesel trains ; but it is 
using independent 2,000 h.p. diesel- 
electric locomotives in pairs, which 
return at night on the heavy North 


Western Limited sleeper, and so make 
a round trip of 820 miles daily. 


INDIA 


Floods and Cyclone in South India 

Heavy rainfall accompanied by occa- 
sional cyclonic weather in South India 
since the middle of November caused 
widespread dislocation of traffic by 
road and railway. Normal railway 
services have had to be suspended for 
some days, and at times the violence 
of the storm led to the abandon 
ment of the Danushkodi-Talaimanaar 
steamer between India and 
Ceylon. 

Breaches occurred on all the metre- 
gauge lines leading into Trichinopoly 
and as transhipment was impossible 
at many points, through railway ser- 


service 


vices were interrupted. The shortest 
route between Madras and Trichinopoly 
is by the metre-gauge line via Villu- 
puram. Breaches on the_ Trichy- 
Villupuram section temporarily closed 
this route and for several days pas- 
sengers from Madras to Trichy and 
further south were obliged to make a 
detour via Erode. Due to breaches and 
submersion of the track, services were 
interrupted on many other sections. 
Landslips occurred on the Nilgiri Rail- 
way between Kallar and Addersley 
and through communications had _ to 
be suspended. Passengers stranded at 
various places received all possible 
help from the railway staff. In the 
Chettinad area, road traffic was dis- 
located for several days. 

The severity of the floods, it is feared, 
will greatly affect standing crops and 
the reaction of a_ bad _ agricultural 
season on railway revenues is expected 
to be serious, especially when taken 
into account with the heavy cost of 
repairing flood havoc. 


Christmas and New Year Travel 
Concessions 


In spite of these adverse circum- 
stances the South Indian administra- 
tion is granting the usual liberal con- 
cessions during the Christmas and New 
Year holidays. ‘ Go-as-you-please "’ 
tickets for 15 days travel on the S.I.R. 
and “ Travel-as-you-like ’’ tickets for 
20 days on both the S.I. and M. & S.M.R. 
systems will be available from Decem- 
ber 14 to January 16. This is in addi- 
tion to the usual reduction in the price 
of return tickets offered on most Indian 
railways for Christmas travel. The 
Eastern Bengal Railway, also, is again 
issuing the popular “ Travel-as-you- 
like ’’ tickets. The abnormal rise in 
the price of jute has benefited the vast 
masses of agriculturists in Bengal, 
who, it is expected, will have more 
money to spend on the luxury of 
pilgrimage than in former years. Special 
arrangements have been made by the 
E.B.R. for the issue of rail-cum- 
steamer tickets at reduced rates in 
connection with the Ganga Sagar Mela 
to be held in January on Sagar Island 
at the mouth of the Ganges. Special 
trains will run from Sealdah station to 
Diamond Harbour where the pilgrims 
will embark on special steamers. 


Transport Under War Conditions 

In an amendment of the Defence of 
India Rules, the Government of India 
has provided for the control of the 
carriage of goods by railway. It is laid 
down that the Central Government 
may direct any railway administration 
to give special facilities or preference 
for the transport of specified goods or 
specified classes of goods or to refuse 
to carry specified goods either entirely 
or between specified points. 


Quicker of Wagons 


It is understood that in pursuance of 
a policy of intensive utilisation of 
rolling stock, the Railway Board is 
examining the question of wagon turn- 
round. In a vast country like India 


Turn-Round 








wagons often travel thousands of miles 
their home lines, but under the 
of wagon pool controlled by the 
Indian Railway Conference Association, 
back 


Irom 


yvstem 


each railway administration gets 


its quota of wagons made over to a 
foreign railway at a junction station 
The eftective use of the wagons and 


their quick turn-round however 
matters with which individual railways 
are mostly concerned It is felt that 
time 


are, 


en a small improvement in the 


of turn-round would have important 
sults, both from the operating and 
the financial points of view Phe 


resultil expeditious transport would 


increase capacity by making 

er number of wag 
traffic, but would also be of enormous 
elp to trade and industry by the partial 


release of capital locked 


not only 
ms available for 


ip in goods in 


Wagon Movement Statistics 


The latest railway statistics relating 

the utilisation of goods stock show a 
‘ I lurin the vear 1937-38 in 
the earnings per wagon-mile on_ all 
I auge lines except the Bengal 
Nagpur Railway, but the number of 
vagon-miles increased by about 8 per 
en ind the percentage ot vagol 

ide mained at nearly the same 
cure a n tl preceding vear Phe 


verage wagon load improved from 12-6 
1936-37 to 12-9 tons in 1937-38 
wagon-miles per wagon 


f1-1 


speed of 


2 


increased from 37-0 to 
There was a fall in the 


‘5 to 11-1 m.p.h 


average 


ITALY 


Express Freight Services 
Express freight services on the State 
Railway have been consid rably im 
and on the 
they are 


provea In recent year>&s, 


Rome line 


teggio-Calabria 

now booked at speeds of 90 km. (55 
miles) p.h \ few years ago a train of 
fruit and vegetable from 


I perishables 
took 105. hr., 
vhereas mainly to the 
lectrification of the -Naples - 
hktome Bologna route the time 


is only 50 hr 


Sicily to the Brenner 


now—thanks 


Reggio 
taken 


New Works Recently Completed 
or in Hand 
\mong the many general improve- 
nents recently carried out on the State 
noteworthy 


system, perhaps the most 


re the construction of the new Messina 
Central and Maritime stations, the re- 
modelling of the various stations in 
Rome, the building of the freight line 
from Rome ‘Tiburtina to Settebagni 
ind of the Rome Littorio marshalling 
ird New station buildings have also 
en completed at Turin Alessandria, 
Bust \rsizio, Milan Greco, Aurisina, 
Udine, Albenga, Abano, Terme, Carrara, 
Avenza, Siena, Sulmona,  Battipaglia 


egio-Calabria, Millazzo, Teralba, 

Works still in hand in 
Venice terminus and the 
rieste and Genoa 


Bari, Re 
ind Mussolinia 
clude the new 
enlargement of 


THE RAILWAY GAZETTE 
In addition, the Narni-Terni 
section has been doubled and the sig- 
nalling and block-working systems on 
several lines have been modernised. 


Stations 


Stainless Lightweight Carriage 
Stock 
Ihe State Railways administration 
recently placed orders with the Genoa 
Sestri works of the Piaggio firm for a 
number of lightweight, welded, stainless 
steel coaches of the American Budd 
pattern \lready several individual ve- 
hicles of this type are under construction, 
and another order is for two complete 
streamlined train sets, intended for the 
Rome-Milan Construction is 
being carried out under patent rights of 
the Budd Company of Philadelphia. 


service 


60 per cent. Lighter than Ordinary 
Stock 

The weight of these coaches is only 18 
tons as compared with 44 tons of the 
ordinary State Railways carriage of the 
same dimensions, and it is claimed that 
of 26 tons deadweight will 
apart irom maintenance 
secure a reduction of 18,000 lire annually 
in traction costs upon each vehicle. 

These new steel 
illustrations of which will be found on 
page 19, are equipped with Breda 
compressed-air brakes and other stand- 
ard State Railways fittings. The bodies 


this saving 


economies 


stainless coaches, 


and underframes are built up as one 
unit and welded throughout, but the 
bogies are f the standard riveted 
pattern, fitted with R.I.V. type bear- 
ings \ll windows are of safety glass 
The leading dimensions of the coaches 
are 
Length over buffers 21°825 m. (71 ft. 44 in 
Overall width 2°957 m. (9 ft. 83% in. 

a height 3°710 m. (12 ft. 2 in. 
Distance ipart ot 


bogie centres 15°485 m, (50 ft. 94 in 
ie wheelbase 2°700 m, (8 ft. 104 in. 


Bog 
Wheel diameter 0-900 m, (2 ft. 112 in 


DENMARK 


Six Months’ State Railway Results 
half of the financial year 
\pril, 1939, showed a slight 
in traffie The number of 
passenger journeys rose from 27,000,000 
to 27,100,000 For the first time since 
the Copenhagen suburban electrification 
in this traffic by 
journeys, mainly 
trolley bus 
fares on the rail- 
Railway 
agalnst 


Che first 


eoinning 


Increase 


there was a decrease 


about 100.000 due 


to competition from new 
lines and increased 
wavs Passengers on 
numbered 2.800.000 
2,600,000 in the preceding year 

amounted to 2,760,000 tons 
60,000 tons. Pas- 


state 
bust 5 
Goods 
tonnage 
an increase of only 
senger receipts rose from Kr. 37,560,000 
38 020.000, and 

25. 800,000 to Kr 


goods 


to IX 
from Wit 


receipts 
97 10 OOO 


Total gross receipts increased from 
Kr. 69.220.000 to Kr. 72.070.000 On 


the other hand 
slightly from Kr 
Kr. 62.880.000. so 
net revenue of Kr 
Kr. 6,220,000 

rhe change began only in September, 


working expenses fell 

63,000,000 — to 
that there 
9 190,000 


Was a 


against 


January 5, !940 
when petrol restriction gave a1 ase | 
in passenger tratfic of 5 per c 
goods traffic rose by no less tha s Ie 
cent The working result Lis 
month was Kr. 1,500,000 bett 
in September, 1938. This impr nt 


continued in 
reason 


October for tl 


Reductions in Train Sery 5 


\s from September 20 the 
of passenger trains was reduct 95 
per cent., but on the other ha 
been necessary to run a con 


number of special goods trains ‘ 

have been rising, but coal has ' t 
been from existing stox | 

is therefore at old prices. In the ths 
September and October, 1939 
receipts were Kr. 23,570,000 st 
Kr. 20,410,000 in the same mx 

1938, or an increase of over 15 ] 
Expenditure in the mont 1S 
Kr. 21,970,000, a figure which is 

below the 1938 figures 


aken 


same 


Shortage of Wagons to be Rectified 
by Purchase from Private Lines 
| 


Owing to the increased goods 


shortage of goods 

time past the intent 
been to pur hase surplus goods 
from the private railways, a1 
purchase should take place next 
but it has now been decided to 
Kr. 1,000,000 on goods wagons 


there is a 


For some 


financial year 

On January 15, 
table will 
decessor, it will 


1940, a new 
Like its 
reducti 


ve Issued 


show a 
passenger train mileage of about 25 
cent. below the normal, but will 
ever, show improvements 
pared with the present timetable 


some 


SPAIN 


The Unblocked-Currency 
The law 


Law 
providing for the 
blocking ’’ of currency accounts 
iccumulated during the 

war has now been published in_ the 
Madrid Boletin Of 2 of December 11 
his important measure has been undet 


credits 


consideration for some time past, and 


is the result of long and laborious 


ferences with all the principal fina l 
authorities in the country. The law, 
which is dated December 7, cont Ss 
75 articles and is too long and too 
complex to quote here. Its mai 
object is to regularise the bank, savings 
nd other accounts, sinking funds, & 
which have been ‘“‘ blocked ’’ since 
civil war nd to fix the terms under 
which = sucl iccounts may be u 
blocked, and th relative value f 
currency hich, especially during t 
latter phases of the war, suffered 


extreme degree of inflation under 1 


Republicans, as compared with tl 
of the territory under National 
control It is expected that the ni 
law will release capital resources whi 
will give a new impulse to industt1 


and hence to railway traffics, especial 


in the eastern provinces and Catalonia 


«8 
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RAILWAY PERSONALITIES OF 1840 


By GEORGE 


) ber 2, 1840, Sir John Mark Frederick Smith 

() ppointed Inspectot General of Railways, and 
' that capacity he inspected, examined, and 
n important sections of railway before they were 
the public. He resigned in the next year, but 
so made a report to the Treasury respecting 
smmunication between London, Edinburgh, and 
ind he subsequently served on a commission to 


i uniform gauge for railways, existing and pro- 
Sir Samuel Morton Peto, a noted railway con 

van building the new Houses of Parliament in 

iS4 later. through work done without any profit 


Parliament, but was recom- 
vith a baronetcy. Whereas Peto lost a Parlia 

at, James Morrison was elected in 1840 M.P. for 

ss Burghs. He was essentially a “‘ railway 

being responsible for the appointment of a 

se] ymmittee for the better promotion and securing of 

sts of the public in railway Acts, and he was 

‘ Observations Illustrative of the Defects of the 

E System of Railway Legislation.’’ A famous Act 
cam force in 1840—that for penny postage 

eat personal triumph for Sir Rowland Hill, whose 

chemes included one for the national ownership of 

ul was Chairman of the London & Brighton 

R vy. By an Act passed on August 10, railways came 

supervision of the Board of Trade. 

Stirling, of Perthshire, took out a patent for a 
in 1840; Peter William Barlow became Resi- 
lent Engineer for the whole of the South Eastern (London 
ind Dover) Railway; Stephen Gaselee (for many years a 
Director of the L.S.W.R.) became _ serjeant-at-law; 
Edward Bury contributed to the Transactions of the Insti 
tution of Civil Engineers a valuable paper ‘‘ On the Loco- 
n e Engines of the London & Birmingham Railway ”’ 
ind William Hosking became Professor of Civil Engineer 


to resign his seat in 


into 


Lys; he 


engine 


King’s College, London—Hosking designed th 
ement for the West London Railway by which the 
Paddington Canal at Wormwooel Scrubs was carried over 


iilway, and the public road over the canal. 

[here occurs on April 11 the centenary of the death of 
Thomas Drummond, who was famous both as adminis- 

and inventor, and was one of the most enlightened 
cnglishmen who ever ruled in Ireland. Among Drum- 
mond’s many schemes for the development of Ireland was 
. railway commission set up in 1836, over which he pre- 
sided. Proposals were made for construction by the State of 
trunk lines from Dublin to Cork (with branches to Kilkenny, 
Limerick, and Waterford) and Dublin to Navan (with 
branches to Belfast and Enniskillen), but political and 
jealousies prevented the schemes from being car- 
ried through, although time demonstrated the soundness 
of Drummond’s ideas, and his estimates of the paying 





nrivat 
PLiIVaAle 


ipabilities of the different routes proved remarkably 
iccurate. 

On May 14 a century ago Sir Charles Douglas Fox was 
born. He was Joint Engineer to the Mersey Railway, 


ind to the Hawarden Bridge, and Engineer to the Liver- 
pool Overhead, the South Indian, and the Central Argen- 
tine Railways, and was also Joint Engineer (with Sir 
Charles Metcalfe) to the Bechuanaland Railway. Sir 
Benjamin Baker was born on March 31, 1840. He became 

partner of Sir John Fowler, and was actively concerned 
with him in the construction of the London underground 
railway system between 1861 and 1869, and of the Forth 


J. & 


KING 


Bridge. Although Sir Hiram Stevens Maxim (born on 
February 5, 1840) will be remembered primarily on account 


of the gun bearing his name, he was one of the most 
versatile of inventors. He was born in America, and 
became eventually a naturalised Englishman, but while 


still in America he invented a new gas locomotive head 
light which went general use. William Lawries 
Jackson, first Baron Allerton, was born in the same month 
as Maxim. He a Privy Councillor, became Chief 
secretary for Ireland, and sat on a Parliamentary Com 
mission on Indian railways. From 1895 to 1908 he was 
Chairman of the Great Northern Railway Company. 

Among well-known politicians born in 1840 were David 
Maciver (August 24), M.P., shipowner, and a Director of 
the Great Western and other railways; and George Thomas 
Kenyon (December 28), who was M.P. for Denbigh, and 
promoted the Wrexham, & Ellesmere Railway, of which he 
was first Chairman. Sir William Wilson Hunter (born on 
July 15, 1840) was one of the most famous administrators 
in India during last century. In 1884 he was sent to 
England by the Governor-General in Council to give 
evidence before the Parliamentary Committee upon the 
economic aspects of Indian railway development. 

Other celebrities born in 1840 were Emile Zola (April 2), 
whose work “‘ La Béte Humaine ’’ dealt with railways; 
Sir Thomas Selby Tancred (October 1), famous mining 
and railway engineer, who was a contractor for the Forth 
Bridge, and constructed the Delagoa Bay Railway; Joseph 
Robert Heaven (June 6), who built railways in Mexico; 
and George Alberius Cox (May 7), who was a Member of 
the Senate of the Dominion of Canada, and was President 
of the Midland Railway of Canada, and a Director of the 
Grand Trunk Pacific Railway. 


into 


Was a 








Light Railways 

Prior to the passage of the Regulation of Railways Act, 
1840, there was no general railway legislation requiring 
standards of construction and equipment, and some early 
railways still survive which are not required to conform 
with modern requirements, but which operate substantially 
as light railways. From 1840 onwards the tendency of 
legislation was to make every possible provision for the 
safety of the public, as well on the smallest branch or 
rural line with a few slow trains as on the main trunk 
railways. It was found, however, that high cost mili- 
tated against rural railway development, and the Regula- 
tion of Railways Act, 1868, authorised the Board of Trade 
to license a railway to be worked as a light railway (dis- 
pensing with the more elaborate station amenities and 
safety devices) subject to a maximum speed of 25 m.p.h. 
and a maximum axle weight of 8 tons. Contrary to 
popular impression, the Light Railways Act of 1896 did 
not ‘‘ invent ’’ the light railway, but was ‘‘ an Act to 
facilitate the construction of light railways in Great 
Britain.’’ To this end it simplified procedure; made appli- 
cation for a private Act of Parliament unnecessary; assisted 
cheapness of construction and working; and provided for 
financial assistance from the Treasury and from local 
authorities. This Act has been used both for genuine light 
railways and for street railways or tramways. The term 
light railway thus applies properly to a railway of light 
construction which is authorised to operate with equip- 
ment simplified within specified limits subject to speed 
and other restrictions, and also to a street tramway built 
under the Light Railways Acts. , 
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120-LB. RAILS IN DENMARK 


New Danish State Railways standard track for main lines consisting 
of 120-lb. rail laid in 98 ft. lengths on 12.694 sleepers to the mile 


FBNHE Danish State Railways have introduced a new and 
| heavier type of rail. The heaviest rail hitherto used 

weighs 45 kg. per m. (90 lb. per yd.) and is, like 
ill rails used on the systein, of the flat-bottom type, fixed 
direct to birch sleepers by three coach screws. 

Che new rails weigh 60 kg. per m. (120 lb. per yd.) and 
ire rolled in 15-m. lengths. They are flash-butt welded 
into 30-m. (98 ft. 5 in.) lengths at the central welding 
depot at Fredericia and are fixed direct to impregnated 
birch sleepers (adzed to an inclination 1 in 20) by four 
coach screws. There are 50 sleepers, 26 x 16 cm. (10} 
64 in.), to the 30-m. rail, spaced at 61 cm. (2 ft.) centres, 


\ a 
and the joint sleepers are bolted together. The minimum 


depth of stone ballast is 25 cm. (10 in.) spread over a 
layer of at least 10 cm. (4 in.) of sand. As this consti- 
tutes such a rigid permanent way there are no special 
measures to prevent rail creep. 

[he new permanent way will be used on those main 
lines, where the maximum speed is 120 km.p.h. (75 
m.p.h.), primarily to replace the present 45-kg. or 37-kg. 
rails that are worn out or where the construction of a 
second track is contemplated on single lines. The new 
track will be used only between stations, and points and 


crossings of this heavy type have, therefore, not yet been 
designed. The first use of the new track will be in Jutland 
on the main north-south line, on the 17-km. section 
between Aarhus and Laurbjerg, and on the 30-km. section 
between Randers and Aalborg, where the present 37-kg. 
rails will be replaced with 60-kg. rails during 1939. 

Phe so heavy and rigid a track is expected t 
reduce maintenance expenses and insure a permanent wa\ 
suitable for hig] It is, ver, not intended to 
the axle load limit 


use of 


1 speeds. howe 


ralse 


Right: Cross section and pian of new 120-lb. rail 
showing fishplates and sleeper fastenings. Danish 
State Railways 
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Central Uruguay Railway 


The Central Uruguay Railway system includes the first 
line to be opened in Uruguay—that between Montevideo 


and Santa Lucia, which began operations in 1874. Two 
years later it was extended to Durazno. The present 


owning company was formed in 1877, and in 1886 the 
system was extended northwards from Durazno to Rio 
Negro. Another line, running north east from Montevideo 
to Minas, was added to the system when the N.E. 
Uruguay Railway was taken over on lease in 1889. From 
Rio Negro the railway reached Rivera, and a junction 
with the Brazilian Railways, by means of the Central 
Uruguay Northern Extension; the Eastern Extension ran 
from Toledo (on the Montevideo—Minas line) to Melo, and 
Treinta y Tres; while the Western Extension prolonged 
the Santa Lucia—San Jose branch to Colonia and Mer- 
cedes. In 1937 a reconstruction of capital of the Central 
Uruguay Railway effected a complete fusion of interests 
with the extension railways, which the C.U.R. company 
had previously worked. A controlling interest is also 
held in the Midland Uruguay Railway, running from Rio 
Negro to Paysandu, and Salto; and the Uruguay Northern 





Railway, which prolongs the Salto—Isla Cabellos line of 
the Midland Uruguay Railway to San Eugeno. 

The country served by the system is, generally speaking, 
hilly, and there are numerous heavy gradients and sharp 
curves. Grades of 1 in 50 are frequent, and there is one 
short stretch of 1 in $1. The route-mileage, all of 
4-ft. 8}-in. gauge, is 972. A stock of 94 locomotives, 114 
carriages, and 2,131 wagons is owned by the company. A 
brief reference to the annual report for the year ended 
June 30, 1939, was made in an editorial note in our issu¢ 
of November 17. An interesting feature of the year's 
working was that with an increase in tonnage of only 3 per 
cent., there was an increase in currency receipts of 5 per 
cent. That was due to the company’s system of tariffs. 
The practically universal system of rating on railways is to 
classify goods according to value and to charge more, other 
things being equal, for the higher than for the lower 
valued. The system adopted on the Central Uruguay 
Railway some three years ago departs fundamentally from 
that, and consignments are classified according to their 
size rather than to their value, with the result above 
mentioned. This simplified system was described in Tut 
RAILWAY GAZETTE of February 10, 1939. 
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THE NETHERLANDS RAILWAYS 


The course of development from 1839 until the present day 


rviif celebration of the Dutch railway centenary affords 
: opportunity for reviewing the development of 
nalling appliances on the railways in the Nether- 


which possess some very interesting features. 
S were provided on the first section of the Holland 
R y Company’s system, opened on September 20, 
183%. between Amsterdam and Haarlem, but were used 


| messages along the line regarding the progress of 
ns, the movements of which were regulated by hand 
These signals, consisting of tall posts on which 
baskets, and lamps could be shown, were thus really 
telegraphs and later gave way to the electric tele 
ind electric signal gongs, so frequently met with on 
ontinent. The first railway telegraph wire was 
el | in 1845, using the Breguet apparatus, of French 
in due course the Morse telegraph was adopted and 
used in Holland. The telephone did not appear on 
ulways until 1885. 
| need of using fixed signals to control the trains 
. made itself felt, and in 1863 the Government required 
points to be protected by stop signals at a distance 
300 m. (328 yd.). The first section of the lines worked 
State Railway Company was opened in that year 
uuiter disc signals were installed in conformity with 
requirement, the Netheriands Central line also using 
In later years, however, the semaphore became the 
lard running signal for all purposes throughout the 
try and were relegated to sidings and sub- 
ry lines. The Netherlands Rhine Railway adopted 
phores of the Engish lower quadrant type, which, 
the discs, were worked on the single wire system. 
Some impetus Was given to the development of signal 
pparatus by new Government railway regulations issued 
1875, containing 11 referring to signalling. 
ese stipulated that outer (home) signals were to be 
nder the control of the stationmaster or a supervising 
ficial, and that points were to be equipped with indi 
cators unless permission was obtained to do without them. 
[he principle of the block system, or space interval, was 
hen also enforced and for some time most lines used the 
Morse telegraph to give effect to it; the Netherlands Rhine 
Railway, nowever, adopted the Spagnoletti block instru- 
m used on the London Metropolitan and Great 
Western lines. This railway was practically a British con 
n and exercised considerable influence on the course of 
Dutch signalling and train working. 


a e] 


miscs 


clauses 





menis, 


Double-Wire Working for Semaphores 


[he 1875 requiremeni that a station official should con 
| the signals sprang from German practice in these 


and i Siemens & Halske block 


1atters resulted in the 
echanism making its way to the Netherlands, togethe: 
th the upper quadrant signal worked by double wires. 
\t some stations, however, the object was achieved by 
stalling mechanical slotting, sc much used in England. 
[he rules on this subject were not, however, very strictly 
llowed, the Netherlands Rhine Railway in particulai 
orking its system very much on English lines and placing 
full respensibility om the signalmen. When the State 
Company took over that railway in 1890 it was consider- 
ly impressed by this fact and developed its own traffic 
vorking afterwards on similar principles, while the 
Holland Railway adhered to the German system, leading 


to inarked differences between the railways, which had to 
be reconciled in later years. 

Even the position of the signals differed on the two 
On both, the trains ran on the right. The Holland 
Company’s locomotives had right hand drive and_ the 
signals were placed on the right, but the State Company's 
drivers stood on the left and the signals were placed on 
the left, outside the adjacent track. The signal arms 
were displayed right-handed in both cases, however. 
Where necessary to signal different routes, the State lines 
mounted signal arms one above the other, but the Holland 
Company used bracket signals, as seen in England. The 
latter company made a general use of point indicators, 
the semaphores applying exclusively to running move 
ments, and used the Central European system of shunting 
prohibition signals; but the State lines, from 1893, con 
trolled shunt movements in stations by the semaphores 
and made small use of point indicators. Signals which 
had to be observed by shunt movements had their posts 
distinctively painted in 1898. All State line signals showed 
a white light for “‘ line clear,’’ but green was used by the 
Holland Company for certain specified signals only. 

Distant signals, as understood in England, first appeared 
in Holland in 1884, and took the form still seen of an 
arm 45 deg. down for ‘‘ caution ’’ and moving upwards 
through 90 deg. to “‘ clear,’’ with, at that time, a green 
or a white light. Provision for such a signal had been 
made in the State Company’s regulations for 1877. These 
and other differences led to a conference on safe working 
(Veiligheidsconferentie) being held in 1901, which laid 
down rules on the placing of signals and stipulated that a 
red, green and white light should invariably mean “ stop,’’ 
‘caution,’’ and “‘ proceed,’’ respectively, an arrangement 
which lasted for 33 years. 


lines. 


First Interlocking Frames 


The first interlocking frames were provided in 1876 by 
the long well-known firm of Stevens & Sons of Southwark 
for the Breukelen and Harmelen stations of the Nether 
lands Rhine Railway, of course using rodding for points. 
The last Stevens frame was removed from Woerden station 
in 1912. In 1879 Siemens & Halske supplied a double- 
wire type of frame to a junction at Amsterdam and the 
firm’s apparatus became widely used, being subsequently 
made in Holland at Alkmaar. The Alkmaar works also 
developed a simple form of double-wire frame for small 
stations and another for large installations, adopted by the 
Holland Company. Although the early equipments worked 
well certain improvements were desirable and a Holland 
Company’s engineer, Taurel, produced a double-wire point 
mechanism in 1880, which was very successful, over 440 
being put down in 6 years, able to work at 400 ‘m. 
(437 yd.), or more, from the lever without a compensator. 
Compensators have, indeed, been very little used at any 
time in Holland. In_ 1895 trailable point mechanisms 
appeared, from which have developed the present simple 
and efficient designs. Detectors, both mechanical and elec- 
trical, were of course also introduced. Rod working has 
long since disappeared. 

As already stated, working on the space interval prin 
ciple became obligatory in 1875, before it did in England. 
In 1880 the Holland Company introduced the Siemens & 
Halske lock-and-block apparatus, the State lines following 
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suit in 1882. It is particularly interesting to note that in 
the former year a section of double line in Rotterdam was 
worked as two single lines by this means. The ‘‘ normally 
free '’ system, as used in Germany, was first favoured, but 
in 1903 the State lines introduced the ‘‘ normally locked ”’ 
system; this is now the standard, providing more satis- 
factory working in foggy weather. 
Electric Signalling 

Automatic battery-worked signals were introduced 
between Gouda and Oudewater in 1926, followed by othe: 
introduction of electric traction has led 
track-circuits being installed and 
now in service between The Hague 
small power signalling instal 


sections later. The 
to alternating current 
colour-light signals are 
and Voorschoten. Some 
lations were put in many years ago, followed by some of 
fair size on the electro-pneumatic system at Haarlem and 
Amsterdam, and on the electric system at Rosendaal and 
Electric working has since obtained the prefer 
ence and of recent power frames, on the 
Bouman system, with seven rows of handles, have been 
put in at Maastricht, Haarlem, Utrecht, and other stations 
also some electro-mechanical installations. 


elsewhere. 
years several 


Phe re ire 


Standardisation 
After the amalgamation of the Holland and State 
systems it became necessary to standardise the sig: 
ispects and other details, as well as the operating methods. 


GAZETTE January 5, 140 
A commission was appointed, presided over by E. ©. W. 
van Dijk, Traffic Superintendent, and the general i ice 
of the Holland Railway, with signals on the right the 
track, station supervisor's control and trailable point th 
point indicators, was adopted. Interlocked shunt ils 
are used, however, in certain situations. The Stat s" 
method of block working was made standard. A e- 
aspect distant signal for junctions was introduc: id 
has proved extremely satisfactory, and warning ap} h 
boards to all distant signals were generalised thro, it 
the lines. In spite of the known objections to the te 


line clear’ signal light the drivers asked for th 
signal aspects to remain unaltered, but in due cour ( 
srowth of white lights near the line made it advisa 
iutroduce the red, yellow, green system of aspect yn 
July 16, 1934, between sunrise and sunset, the sp 
vlasses over the entire Netherlands Railway were c! 
to the new system. Backlights, formerly blue, wet 
white. 

The result of the evolution above outlined h 
that the railways of Holland are equipped 
simple but well-constructed and efficient signal an: 
locking equipment, admirably adapted to the loca 
ditions, which has proved satisfactory in practice, an 
able to meet the requirements of the electric and 
high-speed services. To this must be principally att 
the excellent safety record which the Netherlands Rail 
50 happily enjoy. 


mad 








AMERICAN STREAMLINER STATISTICS 


A summary of the principal streamlined high-speed trains 


introduced on 


yj HE table on the opposite page has been compiled from 


lata on American streamlined trains published by thi 


Railway Age. Just what a streamlined train is must 
ave puzzled our contemporary, for whilst trains with as 
little amlining as the Southern Pacific Sunbeams and the 
Seaboard’s Silver Meteor were included in the data, others 
such as the Chicago & North Western 400, were not, 


ilthough worked at just as high an average speed. Othe 

‘well-known fast trains, such as the Royal Blue (Baltimore 
& Ohio), Challenger (Union Pacific), and Pace Maker 
‘New York Central) are not included. It must be empha 
sised that of the 60 ‘‘ streamlined ’’ trains in the accom 
panying table very few are truly streamlined at all. Not 
half-a-dozen of them can compare in aerodynamical form 
with the German Hamburgers or the streamlined Atlantic 
hauled trains of the French National Railways. 

\ surprising feature of the statistics is the small numbe1 
of passengers carried per journey. Even allowing for the 
fact that de luxe accommodation is provided, the 93 pas 
sengers of the 13-car Twentieth Century Limited, weigh 
ing 1,075 tons with locomotive, is remarkably small, and 
is due probably to the other trains with ordinary coach 
accommodation which run to a schedule only 6 per cent. 
slower. he 23 new lightweight trains listed which carry 
Pullman handled 262,384 Pullman 
during the year ending July 31, 1939. 


sleepers passengers 


Revenue Figures 
For mest of the trains included, the table gives the 
revenue per mile being obtained at the present time, but 
further information on the financial and _ traffic 
aspects follow. The Daylights of the Southern Pacific 
carried 550,000 passengers in two years, and at certain 
times the receipts averaged $6-28 a mile. On the C.B. & 


some 


U.S.A. railways in 


the past five years 


Q. the eight Zephyr trains in service, up to July last 
when a ninth was added, showed an operating cost of only 
32-2 per cent. of the revenue, leaving 67-8 per cent. to 
cover financial charges and profit. The Denver Zephyrs 
were the most profitable, the net revenue (before deducting 
financial charges) being $1,568,831, or 75 per cent. of tl 
revenue, for one year. These eight trains over a 12-mont! 
period earned $4,032,263, of which $1,299,325 cover 
operating expenses, including a loss on the dining ci 
service; the train-miles over this period were 2,130,32 
and the passenger-miles 188,621,346. 

Running between New York and the Florida 
resorts, the Silver Meteor is reputed to have been earning 
$5,000 a trip, when making a round trip every three days. 
The steam-hauled Hiawatha has carried over one million 
passengers in 40 months; since being placed in service in 
May, 1935, it has shown an average annual revenue of 
$902,315 on an investment of $894,956 for two streamlined 
Atlantics and 18 cars. New equipment has been intro- 
duced, and there are now two double trips a day, handled 
by Pacific locomotives. With the long-distance Supe 
Chief on the A.T. & S.F., operating expenses form onl\ 
about 40 per cent. of the receipts. On the other hand, 
the shorter-distance steam-hauled Sunbeams of _ the 
Southern Pacific, show an operating ratio of 80 to 83 pei 
cent. before deducting financial charges. Further stream 
liners just put into traffic or on order are the two new 
diesel-hauled 400’s for the Chicago-Twin Cities service of 
the Chicago & North Western, the two Denver Rockets for 
the Chicago, Rock Island & Pacific Chicago—Denver 
route, two further Silver Meteors, two more Union Pacific 
streamliners for the Chicago—California services, two 
steam-hauled Daylights for the Southern Pacific, and two 
diesel trains each for the Florida East Coast and Atlantic 
Ccast lines. 
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JEW BEYER-GARRATT LOCOMOTIVES, BENGAL-NAGPUR RAILWAY 


Difficult operating conditions on the 5 ft. 6 in. gauge are 
solved by the use of Beyer-Garratt articulated locomotives 


ngal-Nagpur Railway, one of the most impot 

n India, operates 3,267 miles, over two thirds 
hich is on the 5 ft. 6 in. gauge, and the 

n the 2 ft. 6 in. gauge. Roughly 90 per cent. 

ave is single line. From Calcutta, the railway 

ist area embracing no fewer than five coalfields 
sive mineral deposits of iron ore, manganese, and 
the whole yielding a heavy traffic and calling 
most efficient means of transportation. Such 
nt undertakings as the Tata Iron & Steel Com 
orks, the largest in India, the Bengal Iron Com 
| the Indian Iron and Steel Company are situated 
company’s lines, while through traffic in other 
lities, such as grain, timber, salt, cotton, &c., and 
ilerim traffic intensify the problems of operation. 


T 


VJ of the broad gauge main line is laid with 90-lb. 
ugh on other sections, including branch lines, 
85 r 75 lb. rails are found. With bulk traffic of the 


entioned and the comparatively long distances to 
red, train loads have gradually increased, neces 
. considerable amount of double heading, and 
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L, . 4) 
} 4 : ° . . 
f | “4 End view of the latest type of Beyer- 
} j Carratt operating in mineral service 
+n the ~B.N.R. The locomotive 
7S. pie i. elevation is on page 17 
YG ij 
ie iJ 10.6°—-7-—# 
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GAUGE ™ 
ally the introduction of articulated locomotives. 


Incidentally it may be mentioned that high capacity 
wagons have also been introduced carrying 63 tons of 
Iron ore. 

In 1926, with the object of testing the claims of the 
Garratt locomotive, two eight-coupled engines of this type 
were obtained from Beyer, Peacock & Co. Ltd. They were 
placed in service on the Adra—Chakhardharpore section 
where they proved able to handle the 1,650-ton loads 
previously hauled by two engines. After three years’ 
xperience with these engines a further sixteen of 

4-8-0 0-8-4 type and designated Class ‘‘ N,’’ 
ordered for use on the 90-lb. rail section. 
They have a maximum axle load of 20} tons and a 
tractive effort 69,660 Ib. at 85 per cent. boiler pressure, 
ind are the largest engines in India today, having a total 
weight of 234 tons. Trains of 2,000 tons are handled at 
15 m.p.h. on a 1 in 100 grade, with a coal economy of 
nearly 30 per cent. over the double-headed method, the 
ictual coal consumption on this work being about 70 Ib. 
per 1,000 gross ton-miles. 

In 1930, the Bengal-Nagpur Railway ordered a further 
ten Beyer-Garratt engines for the Katni branch, but in 
this case the axle load was limited to 17 tons. The wheel 
rangement was again 4-8-0 0-8-4; these engines were 
lassified ‘‘ NM.”’ 

The new Beyer-Garratt locomotives which are the sub- 
ject of this article comprise an order for four recently 
completed at the maker’s works at Manchester. The 
to be known as the ‘‘ P’’ class, were required 


engines 
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for the Anuppur—Chirmiri section, serving the coalfields 
in that area; they have been designed particularly for 
this branch by the manufacturers to the specification and 
requirements of the Bengal-Nagpur Railway administra- 
tion, and built under the supervision and inspection of 
Messrs. Sir John Wolfe Barry and Partners, Consulting 
Engineers to the B.N.R. 

The Chirmiri branch, constructed by the Government of 
India and operated by the Bengal-Nagpur Railway, leaves 
the Bilaspur—Katni section about half way, and runs 
eastwards. It is laid with 75-lb. rails on which the maxi- 
mum axle load permitted is 17 tons. The curvature, 
however, is considerable and severe, thus rendering the 
NM” unsuitable and necessitating a different 
wheel arrangement. The branch is 54 miles long, and has 
a maximum against the load, of 1 in 91 with 
numerous curves, the sharpest being 8 deg. and 10 deg. or 
716 ft. and 570 ft. radius respectively, the worst com- 
bination being a succession of 716 ft. on the 1 in 91 grade. 
The class of engine at present being used on this branch 
is a 4-6-0 having 22,500-lb. tractive effort at 85 per 
cent. boiler pressure, coupled wheels 4 ft. 3 in. diameter 
and a fixed wheelbase of 10 ft. 11 in., so that considerable 
savings and operating advantages are assured by the 
introduction of the new type, which will eliminate double- 
heading or banking, reduce the number of enginemen, and 
avoid increased expenditure on staff quarters. The intro- 
duction of these locomotives on this branch also does away 
with the necessity for relaying with 90-Ib. rail. 


class 


erade, 


General Design 
The new Beyer-Garratt locomotives, as will be seen 
from the illustrations, have the 4-8-2 2-8-4 wheel 
arrangement with a coupled wheel diameter of 4 ft. 8 in. 
The rigid wheelbase has been reduced to 10 ft. 43 in., the 
driving and intermediate wheels having thin tyres, while 
the inner coupled wheels have a sideplay each way of 


fs in. The tractive effort is the same as that of the 
‘““N”’ class (t.e. the 90-lb. rail type), the boiler also being 


similar with slight additions such as the introduction of 
syphons, &c. The total weight of the locomotive is 230 


tons. The following are the leading dimensions : — 
Cylinders (4), dia. 204 in. 
; stroke 26 in. 
Piston valves, dia. 11 in. 
. , max. travel 64 in. 
Coupled wheels, dia. 4 ft. 8 in. 


Heating surfaces :- 
Tubes 


< ie — ~ a ae 3,120 sq. ft. 
Firebox (including syphons and arch tubes) 


333 sq. ft. 





3,453 sq. ft. 
661 sq. ft. 


Total evaporative 
Superheater (inside) 





Combined total 4,1 14 sq. ft. 


Grate area 70 sq. ft. 

Boiler pressure 210 Ib. per sq. 
in. 

Coal capacity 10 tons. 


Water capacity. . ic a = 

Tractive effort (at 75 per cent. b.p.).. 
a ‘en ‘a SAE Pe 

Weight of locomotive in working order 

Total length over buffers 

Top of chimney to rail level 

Width over running board 


7,500 gallons. 

61,460 Ib. 

69,660 lb. 

230 tons. 

101 ft. 6 in. 
13 ft. 3 in. 
10 ft. 6 in 


The present design includes a grea* many improve- 
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ments on the previous Beyer-Garratts of the B.N.R., 
which were designed in 1930, both in general layout and 
details. The exceptional strength of the chassis and cradle 
frame necessitated by the big tractive effort and the width 
between the frames may be cited as well as the consider- 
able improvement in accessibility. 
Boiler Details 

The boiler barrel is 14 ft. 53 in. between tubeplates, in 
two rings, with an outside diameter at the largest ring of 
7 ft. 1# in. There are 48 flue tubes, 5} in. outside dia., 
and 289 small tubes, 2 in. outside dia.; the superheater 
elements are 1? in. outside dia. and of the MLS type. 
The clothing of the barrel is secured by Staybrite steel 
bands. The Belpaire firebox is of steel and fitted with two 
Nicholson thermic syphons, made of Colville’s special 
Double Crown brand steel, and two arch tubes; the grate 
is 9 ft. 54 in. long. Flexible staybolts are provided in 
the breakage zone, and the remainder are of Longstrand 
steel. The regulator is of the Joco type, admitting steam 
to an MLS superheater header in the smokebox, which is 
of large proportions and equipped with an ash ejector. 
The blastpipe is fitted with Goodfellow tips. There are two 
Hopkinson blow-off cocks situated, one under the boiler 
barrel and one on the firebox throatplate. The safety valves 
of the Ross pop type, having four 24 in. valves. The 
erate is of the rocking finger bar type, divided into two 
sections, each section operated by a separate cylinder or, 
alternatively, by hand. Clyde Superior soot-blowers, of 
the SOF type, Mark XII, are arranged on each side of the 
firebox, and operated from the cab. The boiler is fed 
through a top-feed clackbox by one Gresham and Craven 
No. 13 self-acting injector and by a Weir feed pump. 
The ashpan is of the self-cleaning type with large empty- 
ing doors operated by a steam cylinder, and the ashes 
are discharged between the rails; the arrangement includes 
front and back dampers. 


Cylinders and Valve Gear 


The cylinders, horizontally mounted, are fed by steam 
pipes of ample section, and the layout of the high pressure 
and exhaust pipes and the strength and positioning of 
joints follow the maker’s latest practice. As will be noted 
in the illustration, the main steam pipe to the hind engine 
is brought along the side of the boiler cradle and taken 
to the ball joint under the hind pivot by curves of very 
large radius. The expansion joint, clearly visible, is of 
special design, fitted with metallic packing and lubricated 
by a displacement lubricator immediately above. The 
ball joints are lubricated in the usual manner by a Wake- 
field No. 7 mechanical lubricator having two feeds, one on 
each engine unit near the link from which it is driven. 

The cylinders are of cast iron, with cast-steel pistons on 
to which is cast a brass ring carrying two 3 in. rings. 
The piston valves, 11 in. diam. and operated by Wal- 
schaerts valve gear, are arranged for a full travel of 
63 in. and fitted with separate heads, each carrying four 
narrow rings. Metallic packing of the Hauber cast-iron 
type is fitted to the piston rods. It will be noted from 
the illustration that no byepasses are provided, these being 
blanked off, the only provision for coasting being the air 
valve on the side of the steam-chest in accordance with the 
railway’s specified requirements. The crosshead, of cast 
steel, operates between slide bars of the Laird double top 
bar type and is fitted with a cast-iron slipper having white 
inetal inserts. Felt wipers are provided at each end for 
retaining the oil and cleaning the bars. The reversing 
shaft, expansion-link trunnions and return crank end are 
‘fitted with S.K.F. roller bearings. The whole of the 
valve gear is equipped with the Ajax system of grease 
lubrication, as are «lso the rods, pivot centres and rocking 
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grate gear mechanism. The connecting rods which |iave 
forked ends, are also arranged for grease lubrication. It 
is further interesting to note that the driving crank pins are 
of Firth’s special alloy steel, R.324 quality, the other 
crank pins being of D class steel, oil treated. 

As on the recent Kenya & Uganda Railway Be, er- 


Garratt locomotives, the valve gear of the two ¢ ie 
units is coupled up so as to bring the quadrant blocks in 


the same relative position. The gear is controlled by the 
standard steam reversing arrangement with oil locking 
cylinder, now standardised on all large Garratt engine 


Wheel Arrangement and Engine Units 

Full advantage has been taken of the more genercus 
clearances permitted by the broad gauge, and accessi- 
bility has been further improved as compared with pie- 
vious locomotives of this type. For instance, in all ea 
Garratts the distance between the extremities of the boi 
cradle frame and unit running platforms and tanks has 
been the minimum for clearance purposes. In this design 
it is the maximum, being as much as 2 ft., thus affording 
easy access to the articulation points, &c. The gaps in the 
tanks have also been increased and, in the case of the 
one over the steamchests, there is a removable plate giving 
ready access to steam pipe joints, &c. 

In these engines the chassis frames of plate type are 
1} in. thick and are amply braced by various steel castings 
and heavy plates to provide a solid structure throughout, 
a particularly generous cast-steel frame stay being located 
between the cylinders. The pivot arrangement is of the 
latest Beyer Peacock patent inverted type with adjustabk 
segments, the male centre being on the engine unit, thus 
precluding dust and dirt, and it is here interesting to men- 
tion that the recent Kenya & Uganda Railway Beyer- 
Garratt engines, to which this was fitted for the first time, 
have on examination after three months’ running, revealed 
a completely clean and well-lubricated surface. The side 
bearers are of the maker’s standard type consisting of 
grease-lubricated rollers. 

The axleboxes are of bronze and work in horseshoe steel 
castings; they are arranged with underhung springs com- 
pensated in two groups equally over the coupled wheels. 
The bearing is lined with white metal, known as Loco 
No. 1A, and manufactured by the Eyre Smelting Com- 
pany. The lubrication is particularly interesting, being 
entirely underfed from the keep by cotton waste soaked in 
solidified oil, which is the standard method of the Bengal- 
Nagpur Railway. Oil boxes are provided for lubricating 
the boxes, cheeks and hub faces. The four-wheel bogies at 
each end and the two-wheel inside radial arm trucks are 
fitted with S.K.F. roller bearings working in slides fitted 
with manganese-steel liners. 

The bogies are of the spring controlled sliding type and 
are fitted with 3 ft. diam. wheels centred 7 ft. 3 in. 
apart. The total sideplay of the front bogie is 5 in. The 
inside trucks are spring controlled and have a total side- 
play of 4 in. Vacuum brake apparatus is provided for the 
train, the ejector being a Gresham & Craven No. 30 15/15 
combination Super-Dreadnought Type ‘‘ D,”’ with a steam 
brake valve operating a powerful brake on all coupled 
wheels. A hand-screw brake operates the hind engine 
unit only. Sanding gear is applied to the front and rear 
of the coupled systems, and is of the gravity type operated 
by servo-motor. 

Cab and Other Fittings 

The cab has the well known Indian standard contour 
and is of remarkable size, even for the 5 ft. 6 in. gauge, 
being approximately 10 ft. square; the exceptional open- 
ings on each side further contribute to the dissipation of 
the heat from the large back head of the boiler, which 
might otherwise make conditions oppressive. Further, two 
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Left: Firebox of new Beyer-Gerratt 

for India; view from the und. rside 

showing the two thermic syp ‘ons, 
and two arch tubes 


Below : Cab layout of the 
4-8-2 + 2-8-4 Beyer- 
Carratts, just supplied to 
the Bengal- Nagpur 
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large two-way skylights are provided in the roof, in addi- 
tion to two Airvac ventilators. For a locomotive of this 
size the cab front strikes one as being particularly clear 
and straightforward. It will be noted that there is no 
mechanical stoker despite the grate area of 70 sq. ft. 
but two firemen are carried instead. The firehole is 
unusually wide to enable adequate and easy feeding of 
the back corners and access to the firebox, and is fitted 
with sliding doors. 

The various master control handles, each inscribed with 
their particular function, are attached to rodding which 
passes outside the cab to a steam turret arranged on the 
top of the firebox and which can be seen clearly in the 
illustration of the boiler. One of the principal fittings 
is the eight-feed Wakefield AC type Eureka hydrostatic 
lubricator working in combination with a Wakefield 
transfer filler. The four feeds on the left side go to each 
steamchest, bifurcating at the steamchest to each piston 
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valve head. The remaining four feeds go to each 
cylinder. Other fittings include a pyrometer by the 
Foster Instrument Co. Ltd., and a Stone-Deuta speed 
indicator of the electrical type. Stone’s electric lighting 
equipment is also provided, with a turbo-generator on the 
left hand boiler cradle running board providing light to the 
front and back headlights and cab. Wire cords from the 
cab operate a whistle arranged on the slant on the boiler 
barrel and another operates a chimney damper. 

The screw coupling is still retained, despite the loads 
upwards of 2,000 tons which are frequently hauled on 
this railway. The coupling is of special nickel-chrome 
steel of 62 to 72 tons tensile. Cowcatchers of a standard 
Indian type are provided at both ends. At the back end 
cf the hind engine two toolboxes are provided between the 
end of the cylinders and buffer beam, and other capacious 
toolboxes and food chests suitably divisioned are located in 
the cab against the bunker. 
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British Railways and the War—l 
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Above: One of the converted G.W.R. milk vans 
which forms part of the twelve-coach casualty 
evacuation trains 
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Right : Interior arrangement of one of the adapted 
vans: These vehicles are briefly described at page 
30, in the article on Transport Services and the War 
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Left: Mutual admiration! Great Western enginemen ti 
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admiring and being admired by members of the A.T.S. 
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RAILWAY 


PERSONAL 


M1 RY OF Supply ADVISORY 
COUNCIL 

An Advisory Council on Scientific 

Research and Technical Development 


1 set up by the Ministry of 


has 
order to give advice on 


Sup] in 
nt and technical problems. The 
Cha 1 of the Council is Lord Cad- 
man Director of the Great Western 
Rail and among the members is 
Sir Harold Hartley, a Vice-President of 
the London Midland & Scottish Rail- 
way 

[he marriage took place quietly at 
Chri Church, Crewe, on Decem- 
ber 22, of Captain John Sandham 
Symes, son of Mr. Sandham John Symes 


(Chief Stores Superintendent, L.M.S.R.) 
and Mrs. Symes of Lang Syne, 47, 
Langley Road, Watford, and Miss 
Elizabeth Margaret Lemon, only daugh- 
ter of Mr. F. A. Lemon (Superintendent, 
L.M.S.R. locomotive works, Crewe), and 
Mrs. Lemon of Deva House, Crewe. 

Mr. W. J. R. Squance, General 
Secretary of the Associated Society of 
Engineers and Firemen, 
retired from office on December 31. 
Mr. Squance was born at Landore, 
Swansea, 59 years ago, and entered the 
service of the Great Western Railway, 
eventually becoming a _ locomotive 
driver. Mr. Squance became Assistant 
General Secretary of the Associated 
Society of Locomotive Engineers and 
Fireman in 1927, and General Secretary 
on Mr. John Bromley’s retirement in 
July, 1936. 


Locomotive 


Mr. W. P. Allen, Assistant General 
Secretary of the Associated Society of 
Locomotive Engineers and Firemen, has 
been appointed General Secretary in 
place of Mr. Squance who has retired. 
Mr. Allen, who is 51 years of age, was 
born in London and was a fireman and 
driver with the Great Northern Rail- 
way before taking office with the 
society. 

Mr. John M. Irwin, Irish Traffic 
Manager, London Midland & Scottish 
Railway, retired from this position on 
January 1, after 42 years of railway 
service. Mr. Irwin is a Director of the 
Dundalk, Newry & Greenore Railway. 

Mr. Walter Paterson, Assistant Divi- 
sional Superintendent of Operation, 
Western Division, L.M.S.R., retired 
on December 31 after 47 years of rail- 
Way service. 

Mr. Harold Wilmot, Managing Direc- 
tor of Beyer Peacock & Co. Ltd., has 
been elected a Member of the Institu- 
tion of Locomotive Engineers. 
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Mr. R. M. T. Richards who, as 
announced in last week’s issue, has been 
appointed Traffic Manager, Southern 
Railway, as from January 1, during the 
period in which Mr. E. J. Missenden (in 
the absence of Mr. Gilbert Szlumper, 
now Director General of Transportation 
& Movements, War Office) holds the 
position of General Manager of the 
Southern Railway, entered the service 
of the S.E. & C.R. in 1908. He was first 


employed in the Office of the Super- 
intendent of the Line, and after train- 
ing, became a runner in 1912. In 
appointed 


1914 


he was Assistant to the 


21 


NEWS SECTION 


relationship between the producers of 
that country and the Southern Railway, 
over which system vast quantities of 
South African produce pass from South- 
ampton Docks to London. In July, 
1937, he was appointed Assistant Traffic 
Manager, and in the next year went 
on a special visit to the U.S.A. and 
Canada to study port and _ transport 
conditions in those two countries. 


The death is announced of one of the 


most eminent of French locomotive 
engineers, Monsieur Albert Herdner, 





Mr. R. M. T. Richards 


Appointed Traffic Manager, Southern Railways, during the period in which Mr. E. J. 


Missenden (in the 


absence of Mr. Gilbert Szlumper, now Director General of Transportation & Movements,War Office) 
holds the position of General Manager 


Eastern District Superintendent at Ash- 
ford. In April, 1915, he joined the 
Railway Operating Division in France, 
taking charge of various detachments 
until demobilised in 1919. On _ re- 
joining the S.E. & C.R. he was ap- 
pointed Assistant London District Traf- 
fic Superintendent, and on the amalga- 
mation of the railways was transferred 
as Assistant London West Divisional 
Operating Superintendent to the 
Southern Railway at Waterloo. In 
1930 Mr. Richards was promoted to be 
Divisional Superintendent of that Divi- 
sion, and in July, 1933, he was selected 
to fill the new position of Development 
Officer in the General Manager’s Office. 
Whilst so engaged he undertook an 
extensive mission to South Africa in 
1936, for the purpose of perfecting 


who has passed away in his 87th year. 
He entered the service of the Midi 
Railway at the Bordeaux workshops in 
1877, and rose to be Chief Mechanical 
Engineer in 1907, retiring in 1920. The 
difficult routes of his railway, comprising 
easily and heavily graded sections inter- 
spersed, led him to consider the prob- 
lem of building locomotives of all-round 
suitability. In 1896 he produced his 
4-6-0 4-cylinder compounds, — used 
on other lines later, while he did much 
to develop the 2-cylinder compound and 
counter pressure braking, widely em- 
ployed on the Midi. Elected President 
of the Société des Ingénieurs Civils in 
1919, he delivered a remarkable address 
on the evolution of the express steam 


locomotive, paying therein a_ high 
tribute to the work of the Alsatian 
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physicist Hirn, whom he had known 
in his youth. Monsieur Herdner contri- 
buted numerous articles to the technical 
press and wrote a much valued manual 
on locomotive driving and management. 


Mr. Harry John Fereday, whose death 
we recorded at page 849 of our issue of 
December 29, was the son of the late 
John William Fereday and was born at 
Wednesbury on December 26, 1862. 
He was educated at Wolverhampton 
Grammar School, at Finsbury and the 
South-West London Technical Col- 
In 1880 he became a pupil at 
the Patent Shaft & Axletree Company, 
under the late Robert Braithwaite, 


leges 
eges. 





The late Mr. H. J. Fereday 


4 Partner in Messrs. Rendel, Palmer & Tritton, 
1929 1937 


and later became Assistant Manager in 
the company’s Old Park bridgeyard. 
It is interesting to record that, whilst 
serving his pupilage, Mr. Fereday 
assisted in the manufacture of the first 
all-steel bridge sent to India—the Duf 


ferin bridge over the River Ganges. 
In 1892 he left the Patent Shaft Com- 


Assistant Engineer 
under the late Arnold Hills in the 
bridgeyard of the Thames Ironworks. 
In 1896, after a brief period as Assis- 
tant Engineer with Crompton & Co. 
Ltd., Mr. Fereday joined the late Sir 
Alexander M. Rendel, K.C.I.E., then 
senior Partner of Sir Alexander M. 
Rendel & Son (now Rendel, Palmer & 
rritton), and continued in the service 
of the firm, first as a member of staff 
and from 1929 as Partner, until his 
retirement in 1937. During the greater 
part of this period he was in charge 
of the firm’s steel bridge department 
and was largely responsible for the 
design and supervision of hundreds of 
bridges dealt with by the firm in India 
and various parts of the world. Some 
of the more important of these were 
the Khusalgarh cantilever bridge over 
the Indus, the Hardinge bridge over 
the Ganges, the Attock bridge over the 
Indus, the Willingdon bridge over the 


pany to become 
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Hooghly, the Lower Zambesi bridge 
(the longest bridge in the world), the 
Chelsea bridge over the Thames, and the 
New Howrah bridge over the Hooghly 
(the longest cantilever road bridge in 
the world). In 1917 Mr. Fereday de- 
signed and patented an optical stress 


recorder (the Fereday-Palmer stress 
recorder) which has been used exten- 
sively for recording stresses in steel 


Photo] 


[G. C. Beresford 
The late Mr. A. B. Cane 


Secretary of the 


Railway Companies Association, 
19069 1929 


structures under working conditions. 
He was a Member of the Institution of 
Civil Engineers and joint author of 
papers read before the Institution on 
“* The Demolition of Waterloo 
Bridge ’’ and ‘‘ The Reconstruction of 
Chelsea Bridge.’’ Mr. Fereday will be 
remembered by bridge engineers all 
over the world not only for his tech- 
nical ability but also for his charming 
personality. 


Mr. Arthur Beresford Cane, C.B.E., 
whose death on December 21 we re- 
corded briefly at page 849 last week, 
was educated at Charterhouse and at 
Trinity College, Cambridge, where he 
obtained a first-class in the History 
Tripos in 1886, and in the next year won 
the Whewell International Law Scholar- 
ship. Mr. Cane was called to the Bar at 
the Inner Temple in 1890, and began 
work in the Chambers of the late Mr. 
J. P. Murphy, K.C. Afterwards he 
practised at the Common Law Bar, and 
concerned in certain electrical 
inquiries, including the Marylebone 
arbitration in 1902, and in _ various 
schemes presented to Parliament in 
the succeeding three years. In March, 
1909, he was appointed Secretary to 


was 
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the Railway Companies’ Associ 


; + on in 
succession to Mr. W. Temple !'ranks 
His tenure of this office covered one of 


the most momentous periods :n the 


history of British railways, co: 


rising 
the whole period of the war of 4-19 
the drastic changes in the statu rail. 
way labour initiated in 1919, Con- 
ciliation Boards, the Governm: con- 
trol of railways, the formatio: the 
Ministry of Transport, the | avs 
Act and grouping, the revision ites 
and charges, and other recent « lop- 
ments. In 1925 Mr. Cane a as 
Joint Secretary (with Mr. H. M itt) 
of the Arrangements Committe the 
Tenth International Railway C SS, 





The late Mr. George F. Ancrum 


Sometime Treasurer of the Canadian National 
Railways 


which was held in London to coincide 
with the railway centenary celebrations 
at Darlington. Mr. Cane retired from 
the secretaryship of the Railway Com- 
panies Association on December 31, 
1929, after having occupied the posi- 
tion for over twenty years. He was 
succeeded by Mr. G. Cole Deacon, the 
present Secretary. In his early days 
Mr. Cane was Editor of Alpe’s ‘“‘ Law of 
Stamp Duties,’’ and assisted Mr. Gore- 
Browne, K.C., in producing the third 


edition of ‘‘ Concise Company Pre- 
cedents.”’ For four years he was 
Assistant Editor with Sir Frederick 
Pollock of ‘The Revised Reports.” 


Mr. Cane died at Ashmansworth House, 
Newbury, in his 76th year and was 
cremated on December 22. 


We regret to announce the death at 


Montreal of Mr. George F. Ancrum, 
formerly Treasurer of the Canadian 
National Railways. Mr. Ancrum was 


born at Bristol in 1872 and spent over 
44 years in the service of the railway. 
Mr. W. M. Funter, Signal Engineer, 
Canadian National Railways, Montreal, 
has retired after many years of service 
with the company. Mr. Punter was 
born in London in 1873, and was 
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London and Brussels. He 


aad 
eed siderable engineering experi- 
ence tussia where he represented 
Saxby} Farmer Limited, the well- 
know enalling and __ interlocking 
engin Mr. Punter comes from a 
family mately associated with sig- 
nalling his grandfather, father, and 
brothe ere all connected with Saxby 
& Fa In 1908 Mr. Punter was 
trans! to Montreal as Canadian 
Mana f that company, and in 1918 
joine: ie 6staff of the Canadian 
North Railway at Toronto as Signal 
Engin On the formation of the 
Cana National Railways group in 
1923 is transferred to Montreal to 
act il similar capacity. One of his 
brothers is Mr. James Punter, a Direc- 


tor & General Manager of Tyer & Co. 
President of the Insti- 


Ltd., wo was 
tution cf Railway Signal Engineers 
from 1931-32. 

It vith regret that we have to 
recor‘ e death on December 29, 1939, 


at Bushey Heath, at the age of 85, of 
Mr. William Barton Worthington, D.Sc., 
M Inst.C.E., sometime Engineer-in-Chief 
of the former Midland Railway Com- 
pany. Mr. Worthington was articled to 
his father (the late Mr. Samuel Barton 
Worthington), and in 1876 was ap- 
pointed Engineer of the Northern 


Division of the former London & North 
Western Railway Company. Next year 
he joined the staff of the late Mr. 
William Baker, Chief Engineer of that 
railway ; and between 1878 and 1883 
he acted as Resident Engineer on new 


works under Mr. Baker and his suc- 
cessor, the late Mr. Francis Stevenson. 
From 1883 to 1886 Mr. Worthington 
officiated as District Engineer on the 
London & North Western Railway 


and as_ Divisional 
father’s retirement) 
from 1886 to 1890. During the next 
seven years Mr. Worthington acted as 
Assistant Engineer to the former Lan- 


under his father, 
Engineer (on his 





Mr. 


Signal Engineer, Canadian National Railways, 
1923-1939 


W. M. Punter 
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The late Mr. W. B. Worthington 


Engineer-in-Chief, Midland Railway, 
1905-1917 


cashire & Yorkshire Railway Company, 
and in 1897 succeeded the late Mr. 
William Hunt as Chief Engineer of that 
railway. In 1905 he was appointed 
Engineer-in-Chief of the former Midland 
Railway Company, and resigned in 1917. 
Elected President of the Institution of 
Civil Engineers in April, 1917, he was 
prevented by illness from taking up 
office, but was re-elected in 1921. He 
received the degree of D.Sc. from Man- 
chester University in 1923. Mr. Worth- 
ington had in former years taken great 
interest in engineering education, and 
had been President of the local associa- 
tions of students of the Institution of 
Civil Engineers at Manchester and 
Birmingham. The funeral took place 
at Golders Green on Tuesday, January 2. 


We regret to record the death, on 
December 26, at the age of 74, of Sir 
Edward Holland, until recently a 
Member of the London -assenger 
Transport Board. Edward John Hol- 
land, son of Mr. J. Holland, of Meon- 
stoke, Hampshire, began his career as 
a school teacher in Suffolk, but in 1890 
came to London and went into business 
as an educational publisher. In 1905 he 
became a member of the Sutton Urban 
District Council, of which he was 
elected Chairman three years later. In 


1907 he was elected to the Surrey 
County Council, and six years later 
became an alderman and served as 


Vice-Chairman from 1922 to 1926 and 
Chairman from 1926 to 1930. He held 
the office of County Alderman for 25 
years, resigning for reasons of health 
in 1938. He was appointed a Justice 
of the Peace in 1911, and in 1923 
became Deputy Lieutenant of Surrey. 
He was a member of the London & 
Home Counties Traffic Advisory Com- 
mittee, and of many other committees 
and bodies, chiefly those concerned with 
local government. He was appointed a 
Member of the Central Valuation Com- 


23 


mittee for England and Wales set up 
under the Rating & Valuation Act of 
1925, became Vice-Chairman, and subse- 
quently held the Chairmanship from 
1929 to 1938. In 1929 he was knighted 
for his public services, and two years 
later became High Sheriff of Surrey. 
Sir Edward was a very active member 
of the County Councils Association, 
and served as that body’s representative 
on the London Passenger Transport 
Board from 1933 until 1939. The sixth 
annual report of the London Passenger 
Transport Board (for the year ended 
June 30, 1939) said: ‘“ It is with deep 
regret that the board records the decision 
of Sir Edward Holland, for reasons of 
health, not to submit his name for re- 
appointment as a Member of the board 
on the expiration of his second term of 
office on May 17, 1939. Sir Edward 
Holland was appointed an_ original 
Member of the board upon the forma- 
tion of the London Passenger Transport 


Board on May 18, 1933. The board 
wishes to place on record its great 


appreciation of the valuable services 
rendered by him during his term of 
office and misses his genial presence.”’ 
This tribute appeared over the signature 
of Lord Ashfield as recently as October 26 
last. The funeral took place at Sutton 
on Saturday, December 30, 

Mr. E. T. Davies, M.C., A.M. Inst.C.E., 
who, as announced in our issue of 
December 22, has been appointed 
Principal Assistant to the Chief Engi- 
neer, Great Western Railway, received 
his technical training at the University 
College of South Wales, Cardiff, and 
as an articled pupil to the Chief Engineer 
of the former Taff Vale Railway. In 
1915 he joined the Forces, and in 1917, 
while serving with the 67th Field Com- 
pany Royal Engineers in France and 
Belgium, received an immediate award 
of the Military Cross at Passchendaele, 
and a year later received a _ similar 
award of a Bar at Cambrai. He was 





Mr. E._T. 


Davies 


Appointed Principal Assistant to the Chief 
Engineer, Paddington, G.W.R. 


































Mr. C. H. T. Morgan 


Appointed General Assistant to the Chief 
Engineer, Paddington, G.W.R. 


demobilised with the rank of Captain, 
and rejoined the Taff Vale Railway. 
Before the amalgamation of the rail- 
ways, Mr. Davies was employed chiefly 
on the design and erection of bridges, 
and on his transfer to the Great Western 
Railway was appointed to the Central 
Wales Division, where he was in charge 
of some of the larger constructional 
works then in progress. He went to 
the London Division in 1925 as an 
assistant; in 1926 was appointed 
Assistant Divisional Engineer at 
Gloucester ; and in a similar capacity 
returned in 1932 to the London Division. 
Two years later he was appointed 
Assistant in the Chief Engineer’s Office, 
and in 1936 became General Assistant. 
In 1937 Mr. Davies took up the post 
of Divisional Engineer, Taunton, which 
he now relinquishes to become Principal 
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Vr. C. E. Shackle 


Appointed New Works Assistant to the Chief 
ngineer, Paddington, G.W.R 


Assistant to the Chief Engineer at 


Paddington. Mr. Davies assisted in 
the formation of the Supplementary 
Reserve, R.E. At one time he 


commanded No. 1 Railway Bridging 
Company, now 152nd (G.W.) Railway 
Construction Company, and was co- 
ordinating Officer between the four 
Great Western companies and the War 
Office. 

Mr. C. H. T. Morgan who, as an- 
nounced in our issue of December 22, 
has been appointed General Assistant 
to the Chief Engineer, Paddington, 
Great Western Railway, began his 
career in the Chief Engineer’s office of 
the Alexandra (Newport & South 
Wales) Docks & Railway, and_ re- 
mained at Newport docks after the 
amalgamation of railways and_ until 
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Vr. F. Holland 


Appointed Divisional Engineer, Taunt 
7.W.R. 


G. 


1926. He was then transfert as 
Assistant to the Resident Doc En- 
gineer at Cardiff, and on the for in 
of the Eastern Docks Division ich 
comprises Newport, Cardiff, Bari ind 
Penarth docks) he became Resident 
Assistant in charge of Cardiff dock In 
1932 Mr. Morgan was appointed Chief 
Assistant to the Divisional Docks En- 


gineer at the Eastern ports o! the 
G.W.R., and in 1937 became Assistant 
to the Chief Engineer at Paddington, 





Mr. C. E. Shackle who, as announced 
in our issue of December 22, has become 
New Works Assistant to the Chief 
Engineer, Paddington, Great Western 
Railway, was educated at Uppingham 
School and obtained a diploma at the 
Central Technical College, City and 
Guilds Institute. In 1897 he joined 





Vr. T. T. Mead 


Appointed Divisional Engineer 
Newport, G.W.R. 


Acting), 





Mr. T. C. Sellars 


Appointed District Traffic Manager, Oswestry, 
Great Western Railway 


Mr. A. Higginson 


Appointed Assistant District Traffic Manager, 
Oswestry, G.W.R. 
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amin Baker’s staff on the con- 


ce 
xl n of the Central London Rail- 
wat \ year later he transferred to 
wo! ipon the Clapham Common 
ext n of the City & South London 
Rail Mr. Shackle joined the staff 


1900 when he was 
connection 


of t G.W.R. in 
on contracts in 


aes w works. In 1905 he went to 
Birmingham as Resident Engineer for 
the ht miles of widening works 
bet Olton and Handsworth, and for 
the building of Snow Hill station 
in Birmingham. In 1917 he joined 
the N.V.R. on construction works, 
and upon the formation of the R.A.F. 
tra rred to it. Mr. Shackle returned 
to railway service in 1919 and was in 
cha of contracts under the New 
Wi Engineer, being Resident Engi- 
neer for the Usk River viaduct and other 
works at Newport and also Ponsanooth 
via t on the Falmouth branch. Later 
he ik charge of the preparation of 
contracts for the quadrupling of the 
lin between Cogload and Norton 
Fit irren, Olton to Rowington, and 
Filt to Stapleton Road. From 1933 
unti! the present time he has carried 
out a large number of new works for 


the Chief Engineer, of which the prin- 
cipal are the reconstruction of Padding- 
ton goods station and the alterations in 
Paddington passenger station. Other 
important works with which Mr. 
Shackle was concerned were the exten- 
sion of the Central London Line from 
North Acton to Ruislip—now nearing 
completion—and the locations of the 
Dawlish deviation line and that from 
St. Germans to Looe. 


\Ir. F. Holland, Assistant Divisional 
Engineer, Taunton, who, as announced 
in our issue of December 22, has been 
appointed Divisional Engineer, Taun- 
te Great Western Railway, was 
educated at Chester and studied engi- 
neering subjects in London. He served 
his articles with the County Surveyor 
and Bridgmaster of Cheshire and after- 
wards joined a firm of contractors and 
W employed as Assistant Engineer 
on sea defence works, sewage schemes, 
and estate development. In 1907 he 
joined the Chief Engineer’s staff of the 
London & North Western Railway at 
Euston and in 1911 obtained a position 
as an Assistant Engineer with the 
Rhymney Railway, with which under- 
taking he remained until its absorption 
by the Great Western Railway in 1922. 
When the Great Western Railway 
formed the Cardiff Valleys Division, 
Mr. Holland was posted to the Divisional 
Engineer’s office, where he remained 

til being transferred in 1927 as 
\ssistant Engineer in the London Divi- 
sion. In 1931 he was appointed Assistant 
Divisionai Engineer, Taunton. During 
the 1914-1919 war he joined the Public 
Schools Battalion of the Royal Fusiliers 

d later obtained a commission in 

Special Reserve, Cheshire Regi- 

nt. He served in Mesopotamia from 
1916 with the 13th Division and was 
30 attached to the Royal Engineers 
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for duty on the Mesopotamia Railways, 
and was mentioned in dispatches. 
From 1927 until 1936 Mr. Holland was 
in command of one of the Great Western 
Railway Construction Companies of 
the Royal Engineers Supplementary 
Reserve. He retired on reaching the 
age limit with the rank of major. He 
was also co-ordinating officer between 
the G.W.R. and the War Office. 

Mr. T. T. Mead, Assistant Divisional 
Engineer, Newport, of the Great Wes- 
tern Railway, has been appointed Acting 
Divisional Engineer of the same division 
from January 1. Mr. Mead was educated 
at Taunton School and served a pupilage 
in the Divisional Engineer’s Office at 
Paddington, subsequently being at- 
tached to the staff of the London 
Divisional Engineer. He remained there 
until 1910, when he was transferred to 
the Taunton Division. During the war 
of 1914-1919 Mr. Mead enlisted in the 
Royal Engineers and served with the 
279th (Railway) Company in France, 
After demobilisation in December, 1919, 
with the rank of Lieutenant, Mr. Mead 
returned to the London Divisional 
Engineer’s office. In March, 1925, he 
was appointed Resident Engineer for the 
reconstruction of Bristol (Temple Meads) 
goods station. Two years later he became 
Assistant Divisional Engineer, Central 
Wales Division, and in September, 1932, 
was made Assistant Divisional Engineer, 
Cardiff Valleys Division. In January, 
1935, Mr. Mead was appointed to a 
similar position at Newport, which he 
now vacates to become Acting Divi- 
sional Engineer. 

Mr. T. C. Sellars, who, as announced 
in our issue of December 22, has been 


appointed District Traffic Manager, 
Oswestry, Great Western Kailway, 


began his railway career in the Traffic 
Department of the Cambrian Railways 
Company. After a period in the Traffic 
Section, he was transferred to the Secre- 
tary and General Manager’s office. In 
1917 he became Staff and Technical 
Assistant to the General Manager. When 
the amalgamation of the railways took 
place in 1922, under the Railways 
Act, of 1921, Mr. Sellars was placed 
in charge of the Staff and Works section 
of the newly-created District Traffic 
Managers’ organisation for the Central 
Wales Division, Great Western Rail- 
way. In 1929 he became Chief Clerk, 
and was appointed Assistant District 
Traffic Manager, Oswestry, in 1937. It 
will be remembered that the Central 
Wales Division serves a widespread area 
which extends over ten counties, covers 
364 route miles, and has four different 
gauges of line. For many years Mr. 
Sellars was Secretary of the company’s 
side of the Cambrian Conciliation 
Boards, set up by the Board of Trade. 
Mr. A. Higginson, Chief Clerk, Dis- 
trict Traffic Manager’s office, Plymouth, 
Great Western Railway, has been ap- 
pointed Assistant District Traffic Mana- 
ger, Oswestry. Mr. Higginson began his 
railway career at Truro in 1910, and 


two years later was transferred to 
Devonport. He was on Active Service 
in the last war, both in France and in 
Egypt. In 1920 he was transferred to 
the Goods Department at Plymouth, and 
in 1926 went to the District Goods Mana- 
ger’s Office, becoming Staff Clerk in the 
same office in 1932, Upon the amalga- 
mation of the goods and traffic depart- 
ments in the Plymouth area in 1933, Mr. 
Higginson became Assistant Staff Clerk 
to the District Traffic Manager. In 1934 
he was appointed Quay Superintendent 
& Stationmaster, Fowey, and in Novem- 
ber, 1937, was made Chief Clerk to the 
District Traffic Manager. 





Mr. E. C. Cookson, whose appoint- 
ment as Divisional Engineer, Newport, 
Great Western Railway, we announced 
in our issue of December 22 last, is on 
Active Service. During the period of 
Mr. Cookson’s absence Mr. T. T. Mead 
is Divisional Engineer at Newport. 


Mr. T. C. B. Davies has_ been 
appointed Divisional Engineer, Glou- 


cester, Great Western Railway, in 
place of Mr. F. J. Tyley, who retired 
on December 31. 


Mr. J. W. Enser, District Traffic 
Manager, Oswestry, Great Western 
Railway, is retiring on January 10. He 
is being succeeded by Mr. T. C. Sellars, 
whose appointment was announced at 
page 815 of our December 22 issue. 


The General Electric Co. Ltd. an- 
nounces that Sir Harry Brown has 
accepted a position as Chairman and 
Managing Director of its subsidiary 
company in Australia, the British 
General Electric Co. Proprietary, Ltd., 
and took up his duties on January 1. 
Mr. Edward Hirst will be associated 
with him as Joint Managing Director 
and Vice-Chairman. Sir Harry Brown 
went to Australia in 1923 as technical 
adviser in connection with Post Office 
matters and was afterwards appointed 
Director - General of Posts & Tele- 
graphs for the Commonwealth. 


A Dominion Order in Council an- 
nounced on November 23 that juris- 
diction over the Canadian War Supply 
Board has been transferred from the 
Minister of Finance, Hon. J. L. Ralston, 
to the Minister of Transport, Hon. C. D. 
Howe, B.Sc. This change has been 
made because of the increasing volume 
of work being placed upon the Minister 
of Finance. With this new appoint- 
ment, representatives of the trans- 
portation industry have been put 
in full charge of the purchasing, classi- 
fying, assembling, and forwarding of 


goods and_ supplies incidental to 
Canada’s participation in the war. 
The first two members of the War 


Supply Board were announced in our 
issue of October 6 last at page 465, 
and are Mr. Wallace R. Campbell, 
President, Ford Motor Co. of Canada 
Ltd. (Chairman), and Mr. Robert C. 
Vaughan, Vice-President, Purchases, 
Stores, Steamships, the Canadian 
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National Railways (Vice-Chairman and 
Director General of Purchases); the 
third member is Mr. C. E. Gravel, a 
Director of the Montreal Tramways 
Company. Mr. Howe, the Dominion 
Minister of Transport, was born at 
Waltham, 1886, and from 
1905 to 1935 held posts varying from 
\ssistant Instructor at Massachusetts 
Institute of Technology in Boston to 
Chief Engineer, Board of Grain Com- 
missioners, Canada. From October 23, 
1935, until November 1, 1936, he was 
Dominion Minister of Railways and 
Canals, and of Marine, and from 
November 2, 1936, until this new ap- 
pointment has been Dominion Minister 
of Transport Mr. Howe was respon- 
sible for most of the organising work in 
connection with the formation of the 
National Harbours Board, and _ for 
much of the work of launching and 
building up the Trans-Canada Air Lines. 


Mass., in 


The Canadian National Railways 
announce that the jurisdiction of Mr 
R. G Chief Electrical Engineer, 
has been extended to include the duties 
of Signal Engineer Until his recent 
retirement, this position was held by Mr. 
W. M. Punter (see pages 22 and 23). 


( rage cS 


Mr. Robert Walker has been elected 
Chairman of the \nglo-Spanish Con- 
struction Company (Santander-Mediter- 
ranean Railway) in place of Mr. David 
Eccles, who, as announced in our issue 
of December 8, is now engaged in the 
Ministry of Economic Warfare. Mr. 
I’. R. Phillips has also joined the board 

We regret to record the death on 
December 14 of Captain A. B. Lock 
hart, D.S.C., R.N. Captain Lockhart, 
who was a Director of Bassett-Lowke 
Limited and also the Works Manager, 
joined the board on his retirement from 
the Royal Navy in 1936. On the out 
break of war Captain Lockhart re- 
joined for active service but was taken 
illand invalided home early in December. 

We regret to announce the death 
in Buenos Aires on November 14, of 
Tomas N. Gonzalez, formerly 
lraffic Manager of the Buenos Avres 
Western Railway, from which position 
he retired on pension in 1927 after 
40 vears service with the railway. 


Senor 


Mr. G. H. Latham, Chairman and 
Managing Director of the Whitehead 
Iron & Steel Co. Ltd., has been ap- 
pointed Managing Director of Richard 
Thomas & Co. Ltd. from January 1. 
This is in succession to Mr. John E. 
James, who will continue to act as 
Deputy-Chairman. Mr. Latham was 
formeriy a Director of Richard Thomas 
& Company, but resigned in July, 1938, 
together with Mr. C. T. Thomas, in 
order to make way for other directors 
appointed in connection with the finan- 
cial scheme evolved by the Bank of 
England for providing £5,000,000 for 
the completion of Ebbw Vale steel and 
tinplate works. Mr. Latham began his 
business career in the Traffic Depart 
ment of the L.N.W.R. 
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An Italian Speed Record 


A test run from Florence to Milan at 101-8 m.p.h. is the first recc ded 


example of a start-to-stop run at over 100 m.p.h. 


It included a maxi: um 


of 126 m.p.h., and exceptionally high speeds uphill and round cu: ves 


Detailed records are now available 
of the record run made on July 20 
last by an Italian State Railwavs elec- 
tric train from Florence to Milan, and 
prove this to have been a railway 
speed achievement entirely without 
precedent. The speed curve and 
gradient profile which we reproduce 
are taken from the October issue of 
the Rivista Tecnica delle Ferrovie 
Italiane, which also contained a full 
description of the running of the train, 
and of the three-car unit which was 
used for the purpose. This was one 
of the triple articulated Breda electric 
streamlined sets, of the latest air-con 
ditioned type, in which the kitchen, 
staff accommodation, baggage, and 
postal compartments, with two of the 
lavatories, are concentrated in one car 
of the three, the other two being given 
entirely to first seating, 
accommodating 100 passengers, to 
gether with one additional lavatory 
and lobbies with racks for passengers’ 
hand luggage. Each articulated set, 
measuring 206 ft. 3 in. overall, weighs 
1073 tons empty, or with a full con 
ting-nt cf passengers and baggage a 
little less than 120 tons. 

Previously the highest speed record 
in Italy had been made on July 27, 
1938, when a three-car unit of the first 
series, carrying a special party of en 
zineers and journalists, covered the 
132-9 miles from Rome to Naples 
Central in 83 min., at a start-to-stop 
average of 96-1 m.p.h. On the falling 
gradient from Campoleone to Cisterna, 
which continues for some distance at 
1 in 167, a maximum speed of 201 
km.p.h. (125 m.p.h.) was reached. The 
test run of July 20, 1939, was of a 
similar description, the Minister of 
Communications, the General Manager 
of the Italian State Railways, and a 
large number of guests being present. 

Ihe only section of severe grading 
between Florence and Milan is over the 
Apennine direttissima section from 
Prato to Bologna. From Prato to 
Vernio the line rises 193 m. in a dis 
tance of 20-5 km., or at an average 
inclination of 1 in 106 for 122 miles. 
Over this section there is considerable 
urvature; out of 22 curves 12 have a 
radius of 600 m. (30 ch.). Speed, 
which had risen to 112 m.p.h. before 
Prato, was checked to 87 m.p.h. 
through that station, and the 1 in 106 
was then mounted steadily at 82 to 
90 m.p.h. The summit of the line is 
reached two-thirds of the way through 
the Apennine tunnel, and is 1,058 ft. 
above sea level; this compares with 
154 ft. altitude at Florence, and 213 ft. 
at Prato. From Vernio to the tunnel 
the gradient eases, and in the 113 miles 
length of the tunnel the speed rose 
from 99 m.p.h. on entry to 109 m.p.h. 
on exit, where speed was reduced to 
90 m.p.h. for a curve of 35 ch. at S. 


over class 


Benedetto; there were similar ( 
tions for 40-ch. curves between Z 
zana and Vado, and the max m 
speed reached on this section w 8 
m.p.h. From Vado to the slac!] 
ceding Bologna speed ranged bet 

93 and 112 m.p.h., several 4 
curves being traversed at 93-95 1 
From the Apennine tunnel th 
falls sharply to Vado, averaging n 
94 for 9} miles; it is then lev: ) 
Pianoro, and drops on easier grad 

to Bologna, which is 144 ft. abov 
level. Here one of the only two s 
speed reductions of the journey 
made, to 50 m.p.h. The 60-2 
from Florence to passing Bologna 

run in 39 min. 

From Bologna for 113} miles to L 
the gradients are negligible, and 
altitude of ‘the line varies fron 
minimum of 111 ft. at Modena 
256 ft. at Fiorenzuola (bey« 
Fidenza), 170 ft. at Piacenza, 

256 ft. at Lodi. The last 22 miles fr 
Lodi to Milan are on a slight asx 
averaging about 1 in 680, Milan be: 
426 {t. above sea level. Through 
from Bologna to Milan, the only s] 
reductions were those made for cur\ 
and these, except through Piacenz 
were relatively slight. At Mode: 
speed was reduced to 83 m.p.h. for 
30-ch. curve; at Reggio Emilia 

87 m.p.h. for another 30-ch. curvy 
succeeded by 97 m.p.h. over curves o! 
35 and 40 ch. radius. A 50-ch. cur 
through Parma compelled a reductio 
to 93 m.p.h., and speed was reduced 
to 100 m.p.h. through Fidenza. Apart 
from these reductions, the speed bi 
tween the recovery from the Bologn 
slack and Fidenza was maintained 
steadily at between 108 and 120 m.p.h 
After a slight check at Fiorenzuola 
down a faintly descending gradient, the 
speed was finally worked up to 203 
km.p.h. (126 m.p.h.)—the highest 
speed of the journey—before the sla 
for Piacenza. For curves of 30 ch 
radius preceding the station there was 
a reduction to 75 m.p-.h., and speed 
was further reduced to 63 m.p.h. fo! 
a 20-ch. radius curve through th 
town. Bevond a slack to 81 m.p-h 
over a 40-ch. curve through Lodi, 
speed over the remainder of th: 
journey was chiefly between 90 and 
102 m.p.h.; it was brought down to 
75 m.p.h. through the Rogoredo 
station at Milan, and after a_ brief 
recovery to 93 m.p.h., there were mort 
severe reductions over the final stages 
into the terminus. Including the slacks 
at Modena, Reggio Emilia, Parma, 
Fidenza, Piacenza, and Lodi, the 123-7 
miles from Lavino to Rogoredo had 
been run at an average of 109-2m.p.h.; 
and the start-to-stop average for the 
entire 195-8 miles from Florence to 
Milan, covered in 115-2 min., was 
101-8 m.p.h. So far as is known, this 
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TRANSPORT SERVICES AND THE WAR—19 


Restoration of more cheap-fare facilities—New L.M.S.R. and S.R. 
The war in Finland—Transport 


timetables -G.W.R. traffic trends 


between Russia and Germany-—Franco-Spanish traffic 


The opening day of the new vear was marked by the intro- 
duction of new L.M.S.R. and S.R. timetables, and by detail 
improvements in the L.N.E.R. timetable. In addition, the 
four British main-line railways re-introduced a number of 
cheap fare facilities 


Further Cheap-Fare Facilities Restored 

Che four British main-line railways re-introduced a numbe1 
of cheap-fare facilities on January 1| as follow walking tour 
tickets ; anglers day tickets ; and cheap tickets for organised 
parties for day outings on the basis of a single fare for the 
double journey—subject to a minimum of thirty passengers 
In addition, by special arrangement cheap tickets became 
available from the same date for patients, escorts, and 
visitors to convalescent homes; blind persons, mental de 
ficients, and their relations and friends visiting or accompany 
ing them to and from institutions ; juveniles for day outings 
participants in sports and pastimes ; shooting competitions 
rovers, range! ranger cadets, and so forth and drovers 
accompanying livestock 


Wartime Christmas Rail Traffic 
Difficult weather conditions and poor visibility interfered 
with the working of trains and steamers on the Saturday 
ind Sunday, but the main-line companies successfully carried 
through their busiest Christmas holiday schedules for several 


years On the Southern Railway bad weather held up 
steamer services and caused 16 trains to be cancelled on days 
preceding Christmas, but 40,019 holiday passengers were 
irried to Bognor Regis, Eastbourne, Bexhill, Worthing, 
Hastings, and St. Leonards; 25,155 to Brighton; 17,506 to 
Bournemouth, Weymouth, «&c.; 14,991 to Portsmouth and 


the Isle of Wight 15,649 to Kent Coast resorts: and 14,765 


to the West of England. Nearly 200 special 5.1K. t er 
run for the public, and in addition there were 114 le tins 
for H.M. Forces and 77 special trains for the na nd 


military authorities. 


The N 


ew L.M.S.R. Timetable 


The new L.M.S.R. timetable which came into < r 
on Monday last, January 1, extends to all long 
services as standard, the faster timings which were int ed 
with certain expresses added to the service on Dece r 4 
These are 100 or 101 min. for the 82-6 miles from | ty 
Rugby and 98 min. in the reverse direction, times ing 
from 186 to 190 min. for the non-stop run of 158- iles 
between Euston and Crewe, 182 min. for the 141-( iles 
from Crewe to Carlisle, and 186 min. coming south, an 1 
The result is a considerable acceleration of many in int 
trains. Chief among these, the 10 a.m. from Glas to 
Euston, calling only at Carstairs, Carlisle, and Crew ves 
at 6.50 instead of 8.12 p.m a gain of 82 min.: th re 
sponding down express reaches Glasgow at 6.45 inst of 
7.46 p.m., 61 min. earlier, and at Perth at 8.14 p.m., 5 in 
earlier The 7.30 p.m. sleeping car express from | ! 


reaches Inverness at 
10.55 p.m. from Birn 
car train to Glasgow 
2 p.m. up (previous! 
Rus 

5.20) omits its Rugby 
tions of 34 and 37 

Kxuston is accelerate 
9.50 p.m., and the 2 
The best acceleratio1 
that of the 10.20 a.m 


9.52 instead of 11.15 a.m., 
lingham runs as an independent 

On the London-lLiverpool set 
y 2.10) calls only at Mossley H 


gby, and arrives at 6.10 p.m., and the 5.25 p.m. (pr ly 


stop and wrives at 9.35 p.m ul 

min., respectively the 5.30) pu. 

d by 23 min to reach Livery 

40 p.m., arriving at 7.5 p.m., by 19 

1 on the Euston Manchester set Is 
down, which is diverted from the ¢ ( 


to the Stoke-on-Trent route, and arrives at 2.32 p.m., 24 
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» CHRISTMAS 
y PARCELS 

? REACH YOUR FRIENDS 
» BEFORE CHRISTMAS DAY 


A 


To ensure this Goods Stations 


J 

SS Send as early as possible 
A Pack securely 

a Address clearly eg Ms 
fo} 
4 


use black ink on white 


ie ee ee ee 


put a duplicate label inside 


Hand in during daylight 


Me 






GOODS TRAIN 
TRAFFIC 


\ Urgent traffic, including Foodstuffs 
X and Perishables, will be accepted 
and delivered by the Railways on 
Christmas Day and Boxing Day, 
subject to prior arrangement, but 


England and Wales will be closed 
for the general acceptance and 
delivery of goods train traffic on 


® The public is urged not to 
torward livestock between closing 
time on Friday, 22 December, and 
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6.0 a.m. Wednesday, 27 December. 





HELP THE RAILWAYS 
TO HELP YOU! 
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In cases of urgency, however, 
livestock will be accepted subject 
to prior arrangement. 
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TRAVEL 
BY RAIL 


BRITISH RAILWAYS ARE 
RUNNING 

A LIMITED NUMBER OF 

ADDITIONAL TRAINS 


TICKETS Book in advance 
LUGGAGE Trave ght 
BLACK-OUT Use daylight services 





when you ca 


3HTING improved lighting 


many trains and a 
restaurant cars 


CHEAP MONTHLY RETURN 
TICKETS TO ALL PARTS 
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Three of the series of striking Christmas posters issued by the Railway Executive Committee 
seeking the co-operation of the public in ensuring most efficient use of the services provided 
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ALSO 


and the 


notice that in 


and Ireland, also 


as under 


“3rd Class on Boat 





NOTICE OF INCREASE 


IN THROUGH AND PORT 
TO PORT PASSENGER FARES 
BETWEEN GREAT BRITAIN AND IRELAND 


BETWEEN GREAT BRITAIN 
THE CHANNEL 


The Railway Companies and Shipping 
Companies trading between Great Britain 
and Ireland and between Great Britain 
Channel Islands hereby give 
consequence of the 
increased costs of operating sea services 
all Passenger Fares between Great Britain 
between Great Britain 
and the Channel Islands will be increased 


on and from Ist January 


Ist Class or Salocn on Boat 


AND 


ISLANDS 





THIS BRITISH ENGINE USED TO PULL 
HOLIDAY TRAINS TO PLYMOUTH 


LIKE HUNDREDS OF OTHERS IT 


iS NOW 
PULLING TROOP TRAINS OR AMMUNITION 
HERE OR TO THE FRONT 


THIS iS AN EXAMPLE OF HOW THE 
RAILWAYS ARE HELPING TO WIN THE WAR 


1940 MORE ENGINES ON THIS WORK MEAN 
FEWER PASSENGER TRAINS BUT 

a nt SOLDIERS’ LIVES AND YOUR SAFETY 
coors DEPEND ON USING EVERY TRAIN 


TO THE GREATEST POSSIBLE EXTENT 


weeeweey Peet eeee oumeriee 








Railway Executive Committee notice 


1 poster dealing with the changed use 


m normal service of certain passenger of increased passenger fares on steamer to which main-line locomotives are 
trains routes being put in wartime 
the 2.50 p.m. is accelerated 16 min., and also the accelerated by lesser amounts. Cross-country travel is 
now non-stop over the 176-9 miles from Euston improved by the restoration of one daily express in each 
calling in addition at Stockport, and reaching direction between Bournemouth, Bath, and Sheffield, Leeds, 
ster at 9.42 p.m. Coming up, the principal improve- and Bradford ; while the north to west service via the Severn 
that of the 5.30 p.m. express, which stops only at tunnel is augmented by the provision of a third day train in 
runs non-stop over the 183-0 miles from there each direction between Crewe, Bristol and Plymouth. In 
and arrives at 9.20 p.m., an overall time of only Scotland the accelerations between Glasgow and Aberdeen 
50 mi Improvements have also been made in the average 22 min. by each of the four day trains in both direc- 
Birmingham service, in particular to the 11.35 a.m tions, and 25 min. by each of two daily services each way 
isly 11.30) and 4.30 p.m. down, accelerated 16 and between Glasgow and Inverness Acceleration of secondary 
and the 10.45 a.m., 3.52, and 5 p.m. up, accelerated 13, | main-line services is general over the L.M.S.R system 
15 min., respectively \s compared with the 
cy service of October last, the average time of fourteen Further Southern Railway Improvements 
rains between Euston and Birmingham has come down In addition to the train service improvements we have 
2 min. (3 hr. 5 min. to 2 hr. 43 min.), of the ten best already announced as coming into operation with the new 
tween Euston and Liverpool by 28 min. (4 hr. 52 min. — timetable on January 1, several extra trains are now running, 
} hr. 24 min.), and whereas there were ten fast trains two each way daily between Exeter and Exmouth ; one from 
n Euston and Manchester averaging 4 hr. 50 min. on — Redhill to Reading ; one from Guildford to Redhill ; and one 
uirneys, there are now twelve with an average Of from Reading to Guildford. The 1.30 p.m. Waterloo to 
19 min.—an average gain of 31 min. Similarly, the — Bournemouth West has been reinstituted, and the 8.20 a.m. 
Euston-Manchester time has been cut by 42 min. and 6.5 p.m. Bournemouth West to Waterloo are running 
fastest Euston-Liverpool time by 30 min. Phrough dailv. 
are restored between Euston and Southport (8.45 a.m ae : ? 
Southport and 2.40 p.m. from Euston ypriee’ fds 10.30 a.m L.N.E.R. Train Service Improvements 
Euston carries a through Llandudno portion, giving an The principal L.N.E.R. improvement from January 1 is 
ration of 39 min. to that town, and of 89 min. to Holy- the restoration of the business men’s non-stop service between 
In the north the most important development 1s the London and the Essex coast resorts of Clacton-on-Sea, 
tement of a fast restaurant car service between Liver- Frinton-on-Sea, and Walton-on-the-Naze, calling only at 
Manchester, and Glasgow, leaving Manchester at Chorpe-le-Soken. In the up direction departure from Clacton 
im. and Liverpool at 9.40 a.m., and returning from is at 8 a.m. and arrival at Liverpool Street at 9.47 a.m., and 
at 4.5 p.m both these trains are non-stop between in the down direction Liverpool Street is left at 5.40 p.m. 


m and Carlisle, and to serve the principal intermediate 
restoration of the 9.27 a.m. from 
p.m. from Carlisle to Warrington. 
the Midland Division the 10 a.m. from St. Pancras is 
rated to reach Carlisle at 6.31 instead of 7 p.m., and 
row (St. Enoch) at 9.16 instead of 10 p.m., while in the 
se direction the 10 a.m. (previously 9.50 a.m. from 
noch reaches St. Pancras at 8.57 instead of 9.48 p.m. 
n of 61 min Elsewhere the 2 p.m. from Manchester 
ies St. Pancras at 7.26 instead of 7.59 p.m.; the 9.5 a.m. 
St. Pancras is in Leeds at 1.49 instead of 2.5 p.m. ; 
the 7.15 a.m. from Sheffield arrives in London at 11.31 


id of 11.50 a.m.; while numerous other trains are 


is there is a Crewe 


rlisle and the 7 


and Clacton is reached at 7.39 p.m.; restaurant cars are 
provided in both directions. Restaurant cars also are rein 
stated on the 3.40 p.m. from Liverpool Street to Norwich 
and the 7.40 a.m. from Norwich to Liverpool Street, and a 
buffet car is provided on the 6 p.m. (12.35 p.m. on Satur 


days) from Liverpool Street to Clacton-on-Sea, and_ the 
8.20 a.m. up from Clacton-on-Sea. The service between 
Moorgate and the Great Northern lines via Kings Cross 


(Metropolitan) and Farringdon was restored with the provision 
of 30 trains. In conjunction with London Transport, the 
service between Marylebone and Aylesbury via Harrow has 
been improved by the introduction of eight extra trains in 
each direction and the timings of the existing services are 
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improved. Excellent progress is being made with the equip 
ment of reading lighting in L.N.E.R. suburban trains. 
Altogether 83 complete trains have now been fitted, including 
29 trains to and from Kings Cross, 35 to and from Liverpool 
Street, and 9 to and from Marylebone. 


G.W.R. Restaurant Cars and Refreshment Rooms 
The customary annual review published in the January 
issue of the G.W.R. Magazine refers inter alia to the restaurant 
car service, which is described as progressing effectively until 


Additional and Altered 


Passenger Train Services 


WEST OF ENGLAND 


SOUTH WALES and 
BIRMINGHAM 
SHREWSBURY, LIVERPOOL 
and MANCHESTER 


COMMENCING 


MONDAY, JANUARY Ist, 


AND UNTIL FURTHER NOTICE 


1940, 





G.W.R. announcement of an additional service 
beginning with the New Year 


when the evacuation began 
and all restaurant withdrawn It was not until 
October 16 that a skeleton service introduced, and on 
October 30 this was increased to approximately 33 per cent. 
of the normal. Additional services are now contemplated. 
With the difficulties of obtaining the necessary foodstuffs it 
was found impossible to re-introduce menus as_ heretofore, 
but the d@ la carte breakfast was retained, plus a fable @hét 
one at 2s. 6d. Luncheons and dinners at 3s., 
fish and joint, vegetables and potatoes, and cheese. 
In common with the restaurant the refreshment rooms 
did good business until the outbreak of hostilities, after which, 
as a result of the withdrawal of restaurant cars and heavy 
troop and general passenger traffic, business was abnormally 
heavy. The new refreshment rooms at Plymouth and Exeter 
are nearing completion In June last the refreshment room 
accommodation on the island platform at Slough 
modernised. 


the beginning of September, 
cars were 


Was 


CC ym prise s¢ up, 
sweets 


Cars, 


Was 


G.W.R. Traffic Trends 

The general upward trend in the business of the G.W.R. 
since the outbreak of war, to which we have previously re- 
ferred, has continued, according to a statement in the January 
issue of the G.W.R. Magazine. During the four weeks ended 
December 10, 1939, coaching traffic receipts increased by 3 per 
cent. compared with the corresponding period of the previous 
year, while merchandise, &c., receipts increased by 51 per 
cent., and coal receipts by 41 per cent. The working of this 
traffic involved an increase of 18 per cent. in freight train 
mileage, but the coaching train mileage was reduced by 23 per 


GAZETTE January 5, 1949 
cent. The revenue from freight train traffic includes ceipts 
in respect of hire charges on requisitioned private « \ners’ 
wagons. In the same period the total revenue at t!.- com. 
pany’s docks increased by 31 per cent. The outbreak >f war 
had a considerable effect upon the normal flow o: traffic 
throughout the country, and the G.W.R. docks have pr ed of 
great national service. The docks were, of course, tal over 
by the Government, with the railways generally, as fri mid- 
night, August 31, 1939. The latest docks statistics a. ilable 
are those for the period ended November 12. Sumn ‘rised 
and compared with the figures for the corresponding | id of 
1938, the position at the principal South Wales docks diff. 
Swansea, Newport, Barry, and Port Talbot) was as fol 

1939 1938 Inc lec 
Tons Tons | 
Coal and coke exports .. 16,380,806 17,160,227 $2] 


Other exports 1,605,193 1,169,684 i 4 509 


Imports 4,219,238 3,441,520 + 18 
Totals 22 205,237 21,771,431 + 435.806 
In view of existing circumstances it is not possible to «‘ctail 


individual traffics, nor to give reasons for the fluctuation m- 
pared with last year’s tonnages. A sharp fall in coal Lip- 
ments occurred after the declaration of war, but in later » ceks 
the shipments showed some improvement. 


3.W.R. Casualty Evacuation Trains 

More than once we have referred to the casualty evacuation 
trains provided by the four main-line railways at the request 
of the Ministry of Health for the purpose of conveying civilians 
injured during air raids from first aid or clearing stations to 
base hospitals in the safer parts of the country. Of the 
original total of 34, the G.W.R. supplied 6. Like the trains 
equipped by the other railways, the standard composition is 
12 vehicles (as shown in the article in our November 24 i ») 
but the individual railways made their own selection of suitable 
stock, and in the case of the G.W.R. the twelve vehicles of 
a train comprise a 57-ft. corridor brake third, nine 50-ft. milk 
vans (Siphons G), a 60-ft. centre-corridor third (being replaced 
by a restaurant car), and a 57-ft. corridor brake third. The 
corridor brake thirds are used for carrying foodstuffs and 
medical stores, with accommodation for the staff and facilities 
for cooking. These carriages had originally four third class 
compartments, guard's compartment, and lavatory and luggage 
compartment. Three of the third class compartments are 
used as offices by the train staff and medical officer, and the 
other compartment is fitted with shelves and cupboards for 
the storage of food, medical stores, and crockery. By means 
of a partition dividing the luggage compartment, adequate 
provision has been made for sanitation, and installed in the 
remaining portion of this compartment are an oil stove for 
cooking and two tanks for hot and cold water, respectively of 
100 and 200 gallons capacity. The former is heated by a 
coiled pipe, connected to, and supplied by steam from, the 
main train pipe. An electric bell, which can be operated 
from every stretcher van, is fixed on the corridor partition. 
Portable tables are fitted in the staff compartments and 
ladders are provided for access to the cars from the ground. 
\ll windows are blackened, and blue electric lights are pro- 
vided throughout, except in the cooking compartment which 
has a screened white light. 

The centre-corridor third has two large saloons, equipped 
with settees and tables, for use as recreation and mess rooms 
for the staff. The saloon windows are of clear glass, so that 
artificial light is not required during the day, and at night 
the car is illuminated by blue lights. Electric bell communica- 
tion with the staff in both brake thirds is provided. The 
nine vans which comprise the remainder of the train were 
normally used for conveyance of milk. They have been 
converted so that every van is capable of carrying 41 stretcher 
cases. Two rows of stretchers are carried on removable 
brackets which fit into slotted bars fastened to the side of 
the body. Steam-heating pipes along the inside of the roof, 
with an operating valve at one end, have been installed in 
all the vans. For communicating with the staff in the brake 
thirds, a bell push is provided at the centre of every van. 
The vans have screened electric lighting and a chute has been 
provided in the floor of each for disposal of water, etc. All 
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vans t have been equipped for casualty evacuation are 
painte th a yellow strip on every corner. In order to 
provide better accommodation for the train staff, six restaurant 
cars ar ing equipped as staff mess and recreation cars, and 
these 1 take the place of the centre-corridor thirds in the 
format ff the trains. Two illustrations of these casualty 
evacuat’n trains are reproduced at page 20. 


The War in Finland 
The nt progress of the war in Finland has demonstrated 
art which is being played by transport. The Finnish 


1e vit 

—— t the end of November and beginning of December 
in the :. cighbourhoods of Petsamo and its harbour of Liinaha- 
mari ! be attributed to the fact that Russia possesses direct 
rail ¢ nunication with Murmansk, whereas the Finnish 
railwa » the far north (shown on the map at page 736 of our 
Decen 8 issue), is as yet incomplete. For this reason, 
Finnis!) reinforcements for Petsamo were sent in motorbuses. 
Norn the road journey from railhead to Petsamo takes 
three s in fair weather conditions. 


Elsewhere the Finnish railways have played a notable part 


in the iefence of the country, and the main Russian efforts 
seem have been directed to cutting the railways, especially 
the 1 d line linking Viborg with the Swedish railways at 
Hapa la, via Joensuu, Kontiomaki, Uleaborg, and Tornea. 
Incidentally, many rifles were sent to Finland from Germany 
about » beginning of December. These were in part Czecho- 
slova ifles, which were first sent to a Northern port, and 
thence by rail to Helsinki. Germany subsequently offered 
new rifles at a lower price. Then some Italian aeroplanes 
were dclivered to Finland, and it was reported that they flew 
via Germany, but the statement was met with an official Ger- 
man denial. There is reason to believe that this denial that 
Italian aeroplanes flew to Helsinki and refuelled in Germany 
is ( ct. The aeroplanes in question are understood to 
have been transported by train to a German Baltic port, whence 
they re shipped to Malm6. From Malm6 they were sent 
toa linnish port, where they were reassembled. Such transit 
traffic through Germany to Finland is believed to have been 
stopped by Germany about December 13. 


Successful efforts on the part of the Finnish troops seem 
frustrated Russian attempts to sever main railway 





to h 

lines, although branch lines approaching the Russian frontier 
have been captured, such as the Sortavala—Pitkaranta 
branch, a portion of which was reported as occupied by the 
Soviet forces on December 12. Finnish counter attacks on 


the same day are stated to have damaged for 12 miles the 


Russ railway to Murmansk in a district some 70 miles 
north of Lake Ladoga. On December 14 the Russians again 
mad thrust to break the railway to Tornea, but without 
success. Further Finnish damage to the Murmansk railway 
is stated to have been inflicted on December 21. The Russians 
carried out many air raids over Finland on December 25, and 
their main objectives seem to have been important railway 
junctions such as Riihimaki, Kouvola, Tampere, Turku 


Ab and Viborg (Viipuri), but the Finns claim that the 


raids as a whole were a failure inasmuch as they failed to sever 
railway communication. In the Salla sector of the Finnish 
\rctic front (where a few days ago it was reported that a 
revolt had broken out among Soviet troops) Finnish ski 
patrols are stated to have penetrated some 50 miles into 
Russian territory on December 29, as far as the Murmansk 
railway, which they cut at three points. 


On December 26 special trains evacuated a further 4,000 


civilians from Viborg, leaving only half of the original popula- 
tion of 80,000. In general, the country’s essential services 
are stated by returned travellers to be running surprisingly 
well The train from Turku to Helsinki has a dining car 
servi regular four-course meals just as usual, although 
lewer and slower passenger trains are running on most lines. 


[he passenger arriving by night finds Helsinki a dark and 
silen city, without porters at the station or traffic in the 
street By day, however, the capital becomes alive, and even 
has a limited number of taxis. Although Helsinki and other 


towns have suffered many air raids, one outstanding feature 
of Russian activity up to now has been the inability of its air 
arm damage the Finnish Railways, virtually all of which 


are still not only in Finnish hands but also able to function 
effectively. It is stated that Russian pilots hardly every fly 
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at less than 3,000 ft. The only exceptions have been when 
they attacked trains running between Helsinki and Turku. 
Passengers on these trains have now been instructed to take 
with them white clothes, so that when there is an attack they 
can jump out into the snow and become invisible under their 
white camouflage. In Helsinki, too, residents have been 
advised to carry white wraps with which to camouflage them- 
selves. All motor vehicles are now required to be painted 
white. 
Transport between Russia and Germany 

Despite the much-heralded value of the Russo-German 
agreement in making available to Germany Russian supplies, 
there seems to have been little or no direct goods transit 
between the two countries since the German invasion of 
Poland, although some small shipments are believed to have 
been sent via Baku and the Danube. The frontier between 
the German and Soviet spheres of influence in Poland is stated 
to have been closed, and both sides are reported to have 
expedited the fortification of this new frontier. An Associated 
Press message from Moscow on December 17 quoted “ well- 
informed German sources in Moscow ’’ for the statement that 
the first shipments of Russian oil and foodstuffs had been 
despatched to Germany the previous day. On December 26 
it was announced semi-officially in Moscow that a freight 
transport agreement between the U.S.S.R. and Germany had 
been concluded on December 24, providing for nine frontier 
points; that the frontier between the two countries had 
already been opened at seven points for freight traffic; that 
Russia had despatched four trainloads of mineral oil and grain 
to Germany; that another agreement, in connection with 
passenger traffic, was under consideration ; and that an air 
convention had been signed, providing for the establishment 
of a daily mail and passenger air service between Berlin and 
Moscow. One report said that the air service was to begin 
on January 3, another January 8, and a third gave the date 
as January 21. It appears that the route will be via K6nigs- 
berg, Bialystok, and Minsk, and that the service will be 
maintained jointly by the German Lufthansa and the Russian 
Aeroflot. A Rotterdam message that the dis- 
crepancy in dates may be accounted for by the difference 
between preliminary experimental flights, and a_ regular 
scheduled service, and gives January 21 for the latter. It 
seems, also, that Russia has now recognised the German 
Protectorate over Bohemia and Moravia, which previously 
was refused by M. Litvinov. 

Franco-Spanish Railway Traffic 

Resumption of railway traffic between France and Spain 
on January 1 was announced in a recent news agency despatch 
from Madrid. The normal train service has been interrupted 
since July, 1936. Since Monday the Spanish Norte trains 
now cross the frontier and run into Hendaye, while the 
French trains run on as far as [run on the Spanish side, as in 
former years. The Spanish Minister of Public Works stated 
that traffic would be resumed at the Spanish frontier stations 
of Irun, Port-Bou, Canfranc, and Puigcerda in accordance 
with requirements and the rolling stock available. It may be 
added that the re-opening of these stations will increase the 
traffic from the Gare d’Orsay, the Paris terminus, of the 
South-Western lines. The Gare d’Orsay, which was closed 
at the beginning of hostilities, has only recently been re-opened 
in order to relieve the already heavy traffic from the Gare 


suggests 


d’ Austerlitz. 
The blackout on French Trains 

Lighting of train compartments during the blackout is a 
perplexing problem in France, as well as in England. It was 
an easy matter to colour the lamps blue in the corridor trains 
when war broke out. The military authorities were satisfied, 
but not the passengers, as they were unable to read. To meet 
the complaints of passengers the engineers of the French 
National Railways Company (S.N.C.F.) tried to restore 
normal lighting, darkening the windows with black blinds and 
curtains. These experiments were foiled, however, because 
passengers lifted the blinds to look out. Now tests are being 
made with special lamp shades. It will still be necessary to 
keep the blinds and curtains drawn, and passengers will be 
required to conform strictly to the lighting regulations. This 
system will not be applied to trains in the army zones in the 
east of France. , 
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Questions in Parliament 


Bridge Over G.W.R. at Penrhiwfer 


Mr. W. H. Mainwaring (Rhondda, E. 
Lab.): On December 12 asked the 
Minister of Transport when was the 


temporary bridge over the Great West 
ern Railway at Penrhiwfer, Rhondda, 
erected ; for how long a period was it 
authorised ; why had no step 
taken to erect a permanent structure 
and was he aware that in present con 
ditions the situation 
serious danger to life. 

Captain Euan Wallace (Minister of 
Transport) [he temporary _ bridge 
erected eleven years ago at the 
joint expense of the railway company 
and the local authority when the Golden 
\ge Bridge at Williamstown, Rhondda, 
was damaged by landslide and sub 
sidence Its proposed life of five years 
was extended to ten years to allow for 
settlement of the ground. I understand 


been 


constituted a 


was 


that subsidence has now ceased and 
that negotiations are proceeding be 
tween the Rhondda Urban District 


Council, as highway authority, and the 
railway company with a view to recon 
structing the old bridge. 
an alternative 
sideration for 
bridge to a smaller width, 
taining the temporary 
pedestrians. On 
way 


here is also 
under con 
the old 
while re 
bridge for 
receipt of the high- 
authority's proposals I shall be 
prepared to consider whether the re 
construction should proceed forthwith 
in the interests of public safety. 


proposal 
reconstructing 








Staff and Labour Matters 


Miners’ Wages 

The miners’ national conference held 
in London on December 29, rejected as 
inadequate the owners’ offer of a further 
wage increase of 4d. a shift for men and 
2d. a shift for lads. This, it was declared, 
was insufficient to meet the increase in 
the cost of living. The miners’ district 
associations are to be asked to empower 
the executive of the Mineworkers’ 
Federation to negotiate for an advance 
which would at the compensate 
for that increase [he owners’ present 
offer would bring the war wage up to 
ls. a shift for men and 6d. for lads. In 
the view of the miners’ negotiators, the 
figure for men should be at least Is. 4d 
a shift with a corresponding increase for 
lads. They have tried to get the owners 
to agree to 


least 


a cost-of-living sliding scale 


under which a wage increase of 0-88d. 
would automatically follow for every 
point rise in the cost of living index. 


As the latest index figure is 18 points 
above pre-war, that would work out at 


Is. 4d. a shift 
Road Passenger Transport Wages 


At a delegate meeting in London on 
December 14 representatives of the 


road passenger transport workers in 
municipal undertakings decided to 
accept the wages increases recently 


negotiated by the Transport & General 
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Workers’. Union. The increases are 
Ss. a week for adults, 2s. for youths of 
18 to 21 vears of age, and slightly lower 
increases for juniors. They apply to 
all grades in the tram, trolleybus and 
bus services, other than those covered 
by agreement with the craft unions. 
Wages of employees of company- 
owned services in England and 
Wales were the subject of a Conference 
in London on December 15. It was 
attended by delegates of unions in the 
bus confederation and was presided over 
by Mr. J. Marchbank, National Union 
of Railwaymen. The conference em- 
powered the officers to accept proposals 
that had emerged for wages increases, 
subject to adjustment on outstanding 
points. It also accepted the draft 
constitution for a joint industrial council 
for the bus industry, excluding muni- 
cipal undertakings and the London 
Passenger Transport Board. 
Negotiations are also proceeding in 


bus 


connection with the wages of the 
employees on the London Passenger 


rransport Board bus, trolleybus, and 
tram services. 








‘ . . 
Government Policy in 
Wartime 
Export Trade 
A broad outline of the wartime 
policy of the Government, particularly 
in regard to trade and industry, was 
given by Mr. Oliver Stanley, President 


of the Board of Trade, in an interview 
with a _ correspondent. Emphsising 
the need to appreciate the general 


background for Government action at 
the beginning of the war, Mr. Stanley 
declared that the primary urgency had 
been to ensure the essentials of life for 
the people. The declaration of war 
had caused the Government to call into 
being carefully planned regulations, 
involving restrictions, to that end. 

As events had not developed as they 
might have done, such relaxations had 
been made as were possible without 
endangering the whole position. Cir 


cumstances had justified the removal 
of all restrictions upon the consump- 
tion of coal, gas, and electricity, for 


example, just as circumstances might 
in the future compel their re-introduc 
tion. All these things had to be 
revised continually in the light of cur- 
rent circumstances. The policy of the 
Government was to interfere as little 
as possible with trade and industry and 
nothing could be more inaccurate than 
the impression that it sought to control 
for the sake of control. Most industries 
under control were self-controlled or 
self-guided. The Government Depart 
ments had called to their aid the 
leaders of the various industries who 
functioned as controllers or expert 
advisers. The general purpose of con 
trol was to ensure that available 
supplies were distributed according to 
the urgent needs of the country and 
that the natural tendency of price in- 
creases was restrained. This could not 
be achieved by voluntary effort. 
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Explaining the considerations \ 
determined Board of Trade poli 
connection with import and ¢ ort 
trade and the granting of licences, M 
Stanley said that, as far as export 
were concerned, the governing fa 
were the need for conserving 


uch 


tors 
800 ( 
which we were in short supply, anc for 
preventing valuable goods reaching 
Germany through neutral cow 
When dealing with imports, car 


lad 
to be taken to see that our foreign 
exchange and shipping resources wer 
used only for essentials. The ne¢ of 
the fighting services were paramount, 


but their demands had to be justitied 
The supply departments with know 


ledge of diverse needs had to bal.nes 
the many claims upon the materials 
available and decide, in the est 
interests of the country, the allocations 


to be made. 

The question of exchange w \ 
major factor in deciding policy and on 
not always fully appreciated by thi 


business community. We had to buy 
from abroad both food and materials 
required by war needs and _ for vil 


life, and we had to export to pay for 
our imports. If we limited ur 
demands on manufactured articles, we 
automatically made it possible for the 
country to export to the extent of our 
restraint. 

Mr. Stanley said he would advise 
manufacturers to cultivate export trad 
in preference to the home trade and 
thereby perform a_ national 
Phat would admittedly affect adver 
our internal distributing trades, but 
the alternative was inflation with all 
its evils. Distributing agents who fun 
tioned in supplying ordinary civil 
peacetime needs would find — their 
opportunities for following normal pre 
cesses of trade impaired or killed, but 
the grim truth was that the effect was 
inevitable in war. I 


Serv l¢ 


To ameliorate the 
effects of the diversion of trade it was 
possible to make adjustments to the 
personnel in the ranks of the commer 
cial army. The public services which 
expanded in wartime absorbed some of 
those displaced, and the productive 


industries that worked at intensified 
pressure for war purposes wi uld 
absorb many more, but there was 


always a time lag during which hard 
ship was experienced. 








Forthcoming Events 


Jan. 6 (Sat.).—Permanent Way Institution 

, (London), at Stratford District Engineer’s 
Office, L.N.E.R., 2.30 p.m. Election of 
officers. ‘‘ American permanent way,” | 
Mr. L. Rock. 

Jan. 8 (Mon.)—Institute of Transport, Charing 
Cross Hotel, 1 for 1.15 p.m. Luncheon 
followed by an address by Mr. Ernest 
3evin, General Secretary, Transport & 
General Workers’ Union. 

Jan 11 (Thurs.).—Diesel Engine Users’ Associa- 
tion, at Connaught Rooms, Great Queen 
Street, London, W.C.2. Luncheon, fol- 
lowed by a paper: ‘Herbert Akroyd 
Stuart and the development of the heavy oil 
engine,” by Messrs. T. Hornbuckle and A 
Bruce. 

Institution of Electrical Engineers (Londo 
Savoy Place, W.C.2, 12.30 p.m. Ordina 
meeting. 
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Atlac‘ic Leased Lines.— Atlantic 
Leas es Limited will apply the 


ls of sale of its shares in the 

& Mahoning Valley Railway 

n paying oft the 4 per cent. 

, debentures of the Atlantic 

Com it par plus accrued interest 
| rV « 

Lonion Transport Collision.—A 
Pic Line train collided with the 
at Metropolitan train on January 
1, ne lillingdon, causing the death of 

of the former and _ slight 

a number of passengers. 
as blocked and traffic inter- 
hours. 


rupt ir several 
Italian Railway  Collision.—On 
De r 30 a northbound express 
vio Calabria ran into the rear 
f her train carrying troops at 
[ort \nnunziata, 14 miles south of 
Nal lorty persons are reported to 
n killed, and the accident is 
been due to a signalling 
the recent intensely cold, 
er 


have 


sno cat 
Great Western 
torium.—The directors of the 
Western of Brazil Railway Co. 
int e that the Committee  ap- 
poll under the scheme of arrange- 
ment May 27, 1938, has extended the 
nor rium period in respect of the 
cs cent. debentures and the _per- 
inent 6 per cent. debenture stock to 
December 31, 1940 
Permanent Way Institution.——The 
Lot Section of the Permanent Way 
Institution announces the resumption 
tings, of which the first will take 
at Stratford on Saturday, Janu- 
6, at 2.30 p.m. Mr. L. G. B. Rock 
wil ad a paper on “ American Per- 
anent Way.” The Liverpool and 
‘ter Section has just issued a 
is of meetings for 1940, at the 
irst which, on January 13, at Man- 
chester, Mr. N. W. Swinnerton will give 
a lantern lecture on ‘“ Experimental 
Track Work on the L.M.S.R.”’ 
Railway Freight Rebates.—The 
Railway Rates Tribunal sat in London 
December 29 for the purpose of re- 
iewing the operation of the railway 
freight rebates scheme for the year 
ended September 30, 1939. After hear- 
ing idence the tribunal announced the 
fol ing rebates Agricultural traffics 
16% per cent. of the carriage charges 
I Is; exported coal class traffics 
1} a ton and 20 per cent. of the 
rel nder of the carriage charges (toll 
tra 25 per cent. of the tolls). The 
ilterations into operation on 
January: 1 


Bridge Erection by G.W.R. in 
London.—In conjunction with the 
LA the Great Western Railway on 
Sunday, December 17, erected nine 

s forming the first half of the new 
ridve carrying the:extension of Crom- 
Road to the Great West Road over 
Vest London Railway near Addison 
Ri station. The work was done 


I 


Mora- 
Great 
Lid. 


of Brazil 


Came 


between blackout hours. The new 
bridge, when completed, will be 80 ft 
wide between parapets and will form 
part of the new road by-passing Ham- 
mersmith Broadway. The girders 
erected on that Sunday were each 835 ft. 
long and weigh 24 tons. 

Lights Facing Railway Lines. 
For some time past certain occupiers 
of property with windows facing rail 
way lines have been slack in observing 
the blackout rules, owing to the diffi 
culty of air raid wardens in inspecting 
such windows. On Wednesday the 
Metropolitan Police stricter 
watch on premises abutting on rail 
ways. Occupiers of such are 
being served with a special leaflet, 
signed by Sir Philip Game, the Metro 
politan Commissioner of Police, in 
which he points out that many reports 
have been received that back windows 
have not been screened — properly. 
‘* Lights visible railway lines,’’ 
he states, ‘‘ would be a special danger 
in the event of air raids on London, 
since the railways, converging on thi 
centre of the city, might afford enemy 
aircraft an easy method of recognising 
their position and 
to their objectives. 


R.A. Lister & Co. Ltd.— Presiding, 
on December 29, at the annual general 
meeting of R. A. Lister & Co. Ltd., the 
Chairman (Mr. Percy Lister), said that 
the profit for the year to September 30 
last from the parent company, together 
with dividends from subsidiary com 
panies, after providing for depreciation, 
amounted to £219,417, compared with 
£245,023 for the previous vear. The 
reduction of £26,000 in earnings could 
be accounted for first by the fact of the 
increased volume of work for the fighting 
and defence work at a_ substantially 
lower margin of profit than was applic- 
able to normal trade, and secondly by 
the fact that the period under review 


began a 


houses 


along 


a line of approach 


” 


covered the month of September, 
which in normal times was the best 
month in the financial year. Export 


shipments for the months of October, 
November, and December showed a 
steady and encouraging increase. During 
the year the company had spent over 
£65,000 on plant and machinery, and 
the directors had increased the com- 
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panies and in consequence made avail- 
able to them substantially increased 
working capitals. As compared with the 
record order book ruling a year ago, 
their order book today was over four 
times greater, and 50 per cent. of the 
orders on hand were for export. 

Canadian Pacific Earnings. —Gross 
earnings of the Canadian Pacific Rail- 
way for November, 1939, amounted to 
$15,437,000, an increase of $2,407,000 
in comparison with November, 1938. 
Working expenses totalled $9,845,000, 
or $844,000 more, leaving net earnings 
$1,563,000 higher, at $5,592,000. For 
the first eleven months of 1939 gross 
earnings were $137,549,000, an increase 
of $7,238,000 in comparison with the 
corresponding period of 1938, and the 
net earnings of $24,142,000 showed an 
advance of $6,735,000. 

Canadian National Earnings.- 
Gross earnings of the Canadian National 
Railways in November, 1939, were 
$20,584,777, an increase of $3,799,693 
in comparison with November, --1938. 
Operating expenses amounted to 
$15,610,173, with an increase’ of 
$1,666,354, resulting in net earnings 
of $4,974,604, which were $2,133,339 
higher than for November, 1938.  Ag- 
eregate earnings for the first 
eleven months — of 1939 _ totalled 
$184,773,869, an increase of $17,716,198 
in comparison with the corresponding 
period of 1938, and the aggregate net 
earnings of $17,080,805 showed an 
improvement of $12,043,934. 


Commemoration of the _ First 
Canadian Transcontinental Train. 

\ bronze tablet commemorating the 
departure of the first transcontinental 
passenger train from Montreal, on 
June 28, 1886, was presented by the 
Historic Sites & Monuments Board of 
Canada to the Canadian Pacific Railway 
on November 3, and will be fixed to the 
outer wall of the old Dalhousie Street 
station from which the first train 
departed. The tablet was received by 
Sir Edward Beatty, and Mr. A. D. Mac- 
Tier, formerly Vice-President Eastern 
Lines, who actually worked in the old 
Dalhousie Street station, unveiled it. 


2TOSS 


The inscription in both English and 
French reads as follows : 

First TRANSCONTINENTAL TRAIN. 

The first regular Transcontinental Train 
departed from this place 28th June, 1886. 


The inauguration of this service by the Canadian 








ae ed pa ‘ sa : Pacific Railway linked east and west, and 
pany s hareholdings in the Argentine, rendered Canada independent in transporta- 
American, Canadian, and French com tion 

Recent German State Railway Accidents 
Date Place No. killed Remarks 
October 8 Gesundbrunnen, Berlin _ 20 Collision (A.T.C. installed). 
October 26 St. Valentin, near Linz (Austria 20 Derailment. 
November 5 Eger-Pilsen (Bohemia 5 Derailment. 
November 13 Langlieben, Upper Silesia 43 Head-on collision. 
November 19 Spandau, near Berlin 9 Collision (A.T.C. installed). 
November 26 Nieder Wo5llstadt 15 Collision 
December 12 Hagen 17 Head-on collision. 
December 22 ..| Genthin .. 196 Collision (A.T.C. installed). 
December 22 Kluftern-Marksdort 99 Head-on collision. 
lotal renorted killed 124 
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On October 20, the important new 
railway between Divrik and Erzerum, 
connecting Ankara via Sivas’ with 
Erzerum and the eastern U.S.S.R. 
frontier, was officially opened by the 


Minister of Public Works, and on 
December 27, within 68 days of the 
opening, one of the worst disasters 
within living memory befell the area 
traversed by the new line. In fact, 


the earthquake appears to have been 
centred upon Ersingan (Erzincan or 
Erzinjan), a station roughly half way 
between Divrik and Erzerum; 70-80 per 
cent. of the inhabitants of that tcewn 
are reported to have been killed or 
injured. 

Thanks to the new railway and to its 
sound construction, it was possible to 
repair bridges and other damage so 
that a relief train could be despatched 


to Ersingan on December 28. In this 
connecticn, 1,000 men are said to have 
worked for 24 hr. continuously to 
repair the line at Sivas, and two relief 
trains got through to Ersingan by the 
29th. ; 
Similarly hospital and evacuation 
trains could be run over the Sivas— 
Amasia—Samsun line to the Black Sea 
coast, though these and other towns 
throughout the whole of northern 
Anatolia were seriously damaged, and 
the total death roll is already reported 
to be 45,000. One hospital train carry- 
ing 800 gravely injured was held up 
near Havza, on the Sivas—Samsun 
line, by a great chasm that had opened 
up, but otherwise the railways appear 
to have been sufficiently repaired to 
enable relief trains to run in _ all 
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A SERIES OF 


l6mm. FILMS 


LENT FREE OF 
CHARGE 


TO 


SOCIETIES, CLUBS, 
SCHOOLS, Etc. 


The LN ER has a sernes of I6mm. Non-Fiam 

(or safety) Sub-standard Films of travel and 

general interest which can be borrowed by 

bona fide officials of Societies, Clubs, Schools, 

etc., who have their own projectors 
and where admission is free 


FULL DETAILS AND APPLICATION FORMS CAN BE 
OBTAINED FROM THE ADVERTISING MANAGER, 
LN-ER, 26 PANCRAS ROAD, LONDON, N.W.!; 
YORK; OR 23 WATERLOO PLACE, EDINBURGH 





ee 





directions. 
LNER> 


SETS OF 
LANTERN SLIDES 


WITH PRINTED LECTURE 


LENT FREE OF 
CHARGE 


Belgium, A holiday in Lincolnshire 
Cambridge London 
Cathedrals, Abbeys and Manxland 


Norfolk Holiday Resorts 
North East Coast 
Railway Museum, York 
Southend-on-Sea 
East Coast Route Switzerland, A Journey to 
Edinburgh and the Lowlands Tynedale and the Roman 
Edinburgh to Aberdeen and Wall 

The Coast of Fife Western Highlands 
Holland, A visit to Yorkshire Coast 
italy, A visit to Northern Yorkshire Moors and Dales 


Historic Places 
Centenary of Railways 
Dee, Don and Spey 
East Anglia 


APPLICATION SHOULD BE MADE TO 
ADVERTISING MANAGER, L-N-E-R 

26, PANCRAS ROAD, LONDON, N.W.!; 
YORK; OR 23, WATERLOO PLACE, EDINBURGH 


EARLY 











Posters announcing an L.N.E.R. facility once again available despite the war 








Irish Traffic Returns 


Totals for 5ist Week 


IRELAND 
1939 1938 
f f 

Belfast & C.D pass 2,194 1,696 
(80 miles) goods 665 358 
total 2.859 2.054 

Great Northern pass 13,050 11,750 
(543 miles goods 15.400 9.900 
total 28,450 21.650 

Great Southern Pass $7,338 45,468 
(2,076 miles goods 55,982 $4,946 
total 103,320 90.414 

L.M.S.R. (N.C.C.) pass 6,640 $.870 
(271 miles goods 3,560 2510 
total 10,200 7,380 


Lr 


Totals to Date 


or Dew 1939 1938 Inc. or Dec. 
t f + r 
498 131,107 123,212 7,895 
307 24,870 22,420 2,450 
805 155,977 145,632 10,345 
1,300 572,250 557,700 14,550 
5,500 576,050 480,600 95,450 
6,800 1,148,300 1,038,300 110,000 
1.870 1,869,385 1,872,125 2,740 
11,036 2,360,582 2,172,510 188,072 
12,906 $229 967 4,044,635 185,332 
1,770 240,580 227,660 
1,050 157,360 135,050 
2,820 397,940 362,710 
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British and Irish Railway 
Stocks and Shares ~ 


Prices 
Stocks we sx Jan. | 
en aad 2, Fall 
1940 
G.W.R. { 
Cons. Ord. .-| 38 211. 37 
5% Con. Prefce... | 92 71 89 
5 %Red.Pref.(1950) 98 83 9412 
4% Deb. . (103 91 9712 
44% Deb .. 10512 | 9334 | 99 
44% Deb . 110 99 103 — 
5% Deb {121 10913) ¢)11512 
24% Deb... .-| 63lq | 54 5712 - 
5% Rt. Charge ..117 104 110 _ 
5% Cons. Guar. .. 111 9613), 107 
L.M.S.R. 
Ord. PRs vat ie 914 15 Z 
4% Prefce. (1923) 461, | 20 441p 4+ 
4% Prefce. 63lo 3712 | 5912 
5 % Red. Pref.(1955) 83 5814 | 77* 
4% Deb. .. ..,| 981 85 89lo 
5% Red. Deb.(1952) 109 10114 105 : 
4% Guar. .. 877, 73 8llo 9 
L.N.E.R. 
5% Pref. Ord. ne 534 3ig 4 
Def. Ord. . . .-| Ble 134 23 l 
4% First Prefce. 3810 19 40 4-2 
4% Second Prefce.| 15 73g 1312 +1 
5 % Red. Pref.(1955), 55 38 521 +3 
4% First Guar. 7812 | 60 7242 
4% Second Guar. 687g 47 6312 1 
3% Deb. ~-| 7115;¢6| 57 621 - 
4% Deb. .. .-| 93 76 821, 
5% Red.Deb.(1947) 10613;5 98 10212 +2 
44%Sinking Fund 10412 | 96 9912 
Red. Deb. 
SOUTHERN 
Pref. Ord. 78° 461. | 661. 1 
Def. Ord. .. 191, 7 14 21 
5% Pref. .. . 100 76 90 1 
5 % Red. Pref.(1964)|/1023;, | 94 9612 
5% Guar. Prefce. {11612 |103 10712 
5 % Red.Guar. Pref. |11233 |1021516'10612 — 
(1957) 
4% Deb. 103 9ll4 9712 |—1 
5% Deb. . --|11814 [10912 (1141, _ 
4% Red. Deb. 106 98 10112 — 
1962-67 
4% Red. Deb. |102 96 10012 
1970-80 
3ELFAST & C.D. 
Ord. oe ; 6 3 4 itis 
ForTH BRIDGE 
4% Deb. --| 981ly, 81 8612 
4% Guar. .-| 95 80 841, 
G. NORTHERN 
(IRELAND) 
Ord. ai oe} 6 2lo 6 = 
G. SOUTHERN 
(IRELAND) 
Ord. ‘ 13lg 8 13 - 
Prefce 26 10 2312 —_ 
Guar. aa --| 401g | 22 37 - 
Deb. as oe} OF 453, 541, 
LP. T.B. 
46% "A" 115 103 1041, -1 
os. A” 123 10634 1111, 
44% “T.F.A.” ..|105 1001336103 = 
=e” 11712 (102 10219 -1 
“—™ 84 6373 | 65 14 
MERSEY 
Ord. a 241739 1714 | 2012 = 
4% Perp. Deb. .. 9353, 883, 90 _ 
3% Perp. Deb. ..! 77 6512 6512 = 
3% Perp. Prefce. 55 4914 521, —_ 


* ex dividend 


XUM 





XUM 
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RAILWAY AND OTHER REPORTS 


Sou hern San Paulo Railway Com- 
\ substantial proportion of the 
come of the company in Brazil 
remitted to London. The pro- 
cet the remittance, after repay- 
mel the bank loan, enabled the 
on January 1 to pay 2 per 
rest on the 5 per cent. deben- 
The moratorium which 
ex n December 31, 1939, has been 
ext for another year, with power 

debenture stockholders’ com- 
erant further vearly exten- 
to December 31, 1942. 


mitt s) 


Paraguay Central Railway Co. 


Ltd. (ross receipts for the year ended 
Tur 0, 1939, were £113,706, a de- 
ere f (24,578, and in the working 
ont of £95,610 there was a reduc- 
tiol 41, leaving net receipts £24,537 
it £18,096. In Paraguayan 

cul receipts were down 5-81 per 
cent d expenses were up 14-34 per 
cel Net revenue for the vear, includ- 
f rest, dividends &c., of £12,904, 
7 ted to £31,000. \fter providing 


rest on the prior lien 6 per cent. 
ire stock and on the 7 per cent. 
\ lebenture there is a debit 
for the year of £22,499, bring- 
total debit balance to £156,284. 


stock 


North Western of Uruguay Rail- 
way Co. Ltd.—For the year to June 30, 
1939 receipts were (26,259, a 
lecrease of £2,112, and the working 

es £30,374, a reduction of /4, 
a net operating loss of £4,115, 
wainst £2.007. Adding £12,244 de- 
benture interest, &c., accrued, makes a 
loss of £16,359, from which has 
leducted sundry credits amount- 
£2,087, leaving a debit balance 
for the year of £14,272, and bringing 
the total debit balance up to £86,383. 
li rrency there was an operating loss 
$17,342. The principal cause of the 
lec in gross receipts was the reduc- 
live stock traffic. Expenditure 
rmanent way increased on account 
charge for sleepers. The charge 
for rail motor hired from the 
Stat Railways increased from 
May 1, 1938. 


OTOSS 


coaches 


Was 


East Kent Road Car Co. Ltd. 
lhe net profit for the vear ended Sep- 
er 30, 1939, of this company, which 


controlled jointly by the Southern 
Railway Company and Tilling & British 
\utomobile Traction Limited, was 
458,214, against £59,231 for the pre 
v10 vear. After meeting the prefer- 
ence dividends the sum of £10,000 is 
aga transferred to reserve and the 
ordinary dividend is maintained at 


8 per cent. for the year, leaving £16,407 
carried forward, against £17,193 
brought in. 


Foreign Railways Investment 
Trust Limited.— Revenue for the vear 
to October 31, 1939, amounted to 
£12,469 which, added to £44,681 brought 
lorward from the previous account, 
makes £57,150. After providing for all 


expenses there remains a balance of 
£45,668, which the directors recom- 
mend be carried forward. For the pre 
vious year revenue amounted to £11,522 


Butler Machine Tool Co. Ltd.— 
rhe dividend on the 5 per cent. cumula- 
tive preference shares for the six months 
to December 31, 1939, has been paid, 
income tax at 8s. 6d. in the #, 
which includes an adjustment of Is. 6d. 
in respect of the dividend paid June 30, 
1939, consequent upon the increase of 
the standard rate from 5s. 6d. to 7s. as 
from April 6, 1939. The company 


less 
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earned a net profit of £83,443 for the 
vear ended September 30, 1939, against 
£63,005 for 1937-38. The sum of 
£18,500 (against £6,700) is provided for 
taxation, £3,797 is written off, and 
£18,500 (against nil) is appropriated to 
The ordinary 
} per cent., and 
forward, against 


contingencies reserve. 
distribution is again 1 
£15,802 is carried 
£14,412 brought in. 

Butterley Co. Ltd.—The interim 
ordinary dividend has been increased to 
24 per cent., less tax, from 13 per cent. 
a vear ago. 


Greenwood & Batley Limited.— 
The interim dividend of 3 per cent. has 
been maintained. 











CONTRACTS AND TENDERS 


In a notice issued by the Superin- 
tendent of Stores, Burma Railways, it 
is stated that any firm experiencing 
difficulty in shipping supplies to the 
railway administration should com- 


municate with Mackinnon, Mackenzie 
& Co. Ltd., 16, Strand Road, Calcutta. 
The sengal-Nagpur Railway has 


placed the following orders : 


Howell & Co, Ltd. : 3,000 boiler tubes and 500 
superheater flues 

656 boiler tubes 
Steel firebox arch tubes 

Robert Stephenson & Hawthorn’s Limited : 
Cylinders for GSM locos 

Associated Locomotive Equipment Limited 
Cylinders for GS locos 

Ingersoll-Rand Co Ltd. : ( 
motors and starters. 


ompressors, 


The Egyptian State Railways have 
divided the contract for springs, tyres, 
buffer shells, &c. (order No. 21.1082 of 
July 31 last) as follow 


Ibbotson Bros. & Co. Ltd Items 1-3 and 
9-10 (£81). 

Samuel Fox & Co. Ltd.: Items 11-14 (£20 

John Baker & Bessemer Limited: Item 4 
£351 f.o.b 

Henricot Steel Foundry Co. Ltd., London : 
Items 7 and 15 (£27). 

The Egyptian State Railways have 
also placed the following orders : 

Usines & Aciéries Allard, Belgium: Axk 
boxes (No. 21.1130—£2,293 

H. J. Skelton & Co. Ltd., London Mild 
steel angles (No. 1.566—£383) 


rhos. Bolton & Sons Ltd., Liverpool : Copper 


and brass bars (No. 6.383-——£1,499). 

Scottish Tube Co. Ltd., Glasgow: Tubes, 
elbows and sockets (No. 17.286 £515 

Broughton Copper Co. Ltd.: Tubes, elbows 
and sockets (No. 17.286, item 10—£21), 

Guest, Keen & Nettlefolds Limited: Bolts 


and nuts (No. 3.385—{ 

Frederick Smith & Co. 
Ltd., Halifax: Copper 
£9,554). 

Millar’s Timber & Trading Co. Ltd., London : 
80,000 Jarrah sleepers (No. 2.140—585 mills 
per piece). 

Bauine et Marpent, Belgium: Swing bridge 
on Cairo-Alexandria line (£E.10,294). 

Maris Export & Trading Co. Ltd., London : 
1,700 tons of foundry coke (No. 66.71—{£2. Os. 9d. 
per ton f.o.b.). 24,000 tons of washed sized 
coal (No. 66,70—£1. 4s, Od. per ton f.o.b.). 

I’. Baynon & Co. Ltd., Cardiff : 16,000 tons of 
washed sized coal (No. 66.72—{£1. 4s. 11d. per 
ton f.o.b.). 


£2,246). 
Wire Manufacturers 
wire (No. 30.513 


Jobn Baker & Bessemer Limited has 
received an order from the South Indian 
Railway for 162 locomotive tyres. 


Charles Clifford & Sons Ltd. has received 
an order from the same railway for 
4} tons of copper and brass rods, sheets 
and wire. 


The South Indian Railway has placed 
the following orders to the inspection 
of Messrs. Robt. White & Partners : 

Samuel Fox & Co. Ltd. : 16 tons of 
Dunic steel bars. 

Steel, Peech & Tozer: 


steel 


6 tons of spring 


The following orders have been placed 
to the inspection of Messrs. Rendel, 
Palmer & Tritton : 

Assam-Bengal Railway : 

Linlev & Co. Ltd. : 13 coppe r firebox plate Ss 

Tavlor Bros. & Co. Ltd. : 124 loco, carriage 
and wagon axles 

lalbot-Stead Tube Co. 
boiler tubes and flues 

Madras & Southern Mahratta Railway : 

laylor Bros. & Co. Ltd. ; 50 axles and 160 
loco tyres 


Ltd. : 1,083 steel 


John Baker & Bessemer Limited: 52 
carriage and wagon tyres 
Mvsore State Railways : 
Hurst, Nelson & Co. Ltd.: 6 carriage 


underframes 56 ft. long, 

bogies, wheels and axles 
Metropolitan-Cammell Carriage & Wagon 

Co. Ltd. : 50 four-wheel covered I.R.S. 

wagons, 21 ft. 6 in. long 

7 four-wheel open wagons 


complete with 


The Egyptian State Railways are 
calling for tenders for 158 miscellaneous 
tyres (No. 321.G.8/21-24—Jan. 25); 
11,000 galvanised bolts with nuts and 
washers (No. 3.391); cold drawn steel, 


copper and brass tubes, and _ pipe 
fittings (No. 17.293); and for copper 
wire and cable (Nos. 30.517, 30.520, 


and 35.56) 8,300 ft. of salt glazed ware 
pipes (No. 319.G.3/6—Jan. 24); and 
sand-blasting plant (No. 13.934). The 
Chief Inspecting Engineer is at 41, 
Tothill Street, London, S.W.1. 


The South African Railways are 
calling for tenders for steel bridgework, 
by Jan. 15. (D.O.T. No. 29712/39) ; 
and for 50,000 Ib. of point wire and 
50,000 lb. of signal wire, by Jan. 25 
(D.O.T. No. 29713/39). 


The Iranian State Railways are 
enquiring for 500 portable fire extin- 
guishers, by Jan. 16 (D.O.T. Ne. 
2997 1/39). 
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[he rise in War Loan to its highest level 
since the declaration of war, and the general 
strength of gilt-edged stocks have assisted 
sentiment on the Stock Exchange. The 
volume of business was small, but the ten- 
dency was for values to respond readily to 
only moderate demand, and on balance 
home railway securities have again moved 
in favour of holders. Debentures and prior 
charges made higher prices in sympathy 
with the trend in gilt-edged, and the junior 
stocks were fairly active Che latter were, 
however, somewhat less firm, due to a 
certain amount of profit-taking on the fear 
that, if after all, dividend decisions have 
to be postponed in the absence of an agree- 
ment regarding wartime compensation for 
the companies, prices might show a sharp 
reaction Chere is little doubt that, based 
on the large volume of traffic now being 
handled by the railways, higher levels 
would be justified for the junior stocks. On 
the other hand, there is no sound basis on 
which to value the latter until the Govern- 
ment’s compensation decision is available 
This position of course, ruled since 
September, and in fairness to stockholders it 
should not be continued for a further period 


has 
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Railway Share Market 


L.N.E.R 


on balance 


133. The 
attention ; 


374 to 40, 
points 


stocks 


first preference stock has risen 
from 
second preference is 1} 
guaranteed 
the first has risen from 71} to 


while the 
better at 
attracted 


73, and the second is 64, compared with 


week ago 


614 a 


Lue & 


per cent. 


debentures showed a gain from 80} to 82}, 


while the 3 per 
points up at 624 


cent 


debenture 
There was again a gooc 


s were 1} 
1 


deal of activity in Great Western ordinary, 
whose dividend prospects are the subject 
of much discussion in the market, and the 


price has improve 


d to 37}. 


The 5 per cent. 


preference has improved from 86} to 88}, 
but the 5 per cent. guaranteed remained at 


107 

Southern deferred moved up to _ 133, 
while the preferred was higher .at 663, 
compared with 644 a week ago. The 


guaranteed stock was fractionally better at 


1074, and the 5 + 


ver cent 


preference higher 


at 90, which is 1} points above the price 
of the equivalent stock of the Great West- 


ern 
the slightly bette 


Southern 4 per cent. debentures made 
‘r price of 97}. 


L.M.S.R. 


ordinary was again active, and on balance 


further improved from 


13} to 


147. The 
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first preference was 59}, compared 
584 a week ago, while a good deal of 
tion continued to centre on the 4 per 


1923 preference, which would gir 
attractive yield if, as the market as 
it is to receive its full dividend ; th: 
has risen on the week from 42 t 
L.M.S.R. guaranteed was bought on 
nition of its good investment statu 


attractive yield, and as against a wee 
has put on two points to 81. Whi 
5 per cent. debentures kept at 105 
4 per cent. debentures were slightly 
at 893. London Transport “ C ”’ ren 
pegged at 65, the official minimum, b 
5 per cent. ‘“‘ B”’ made the higher pr 
104 

Movements in foreign railway issue 
small and unimportant. Among or 
stocks, B.A. Great Southern at 8 
relatively steady, but the 5 per cent. | 
ence went back to 23 and the 4 per 
debentures to 58}. Antofagasta prefe 
showed a firmer tendency aroun 
Canadian Pacific shares and pref 
stocks were inclined to improve, the 
named on hopes of a small payme 
April next. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 

















Traffic for Week 
Miles Wee 
tailways open 
Railway 1940 10 Ending vocal Inc. or Dec. 
this year compared 
; with 1939 
£ 
Antofagasta (Chili) & Bolivia 834 24.12.39 23,790 12.790 
Argentine North Eastern 753 23.12.39 ps. 143,200 ps. 3,400 
Bolivar 174 Nov. 1939 4,680 + 1,780 
Brazil -_ — 
Buenos Ayres & Pacifu 2.801 23.12.39 = ps1,306,000 — ps137,000 
Suenos Aires Central 190 21.10.39 $107,700 — $5,400 
Buenos Ayres Gt. Southern 5,082 23.12.39 — ps2,504,000 ps137,000 
Buenos Ayres Western 1,930 23.12.39 ps. 821.000 ps 94,000 
Central Argentine 3,700 23.12.39 ps1,694,600 — ps618,300 
Do. ‘ — — 
Cent. Uruguay of M. Video 972 23.12.39 24,441 + 2,918 
= | Costa Rica 188 June 1939 25.240 — 6,129 
E | Dorada 70 Nov. 1939 13.700 | — 600 
= | Entre Rios ; 810 | 23.12.39 ps. 249,700 ps28,600 
< | Great Western of Brazil 1,016 23.12.39 15,500 + 1,900 
= International of Cl. Amer 794 Nov. 1939 $511.348 $10,912 
5 | Interoceanic of Mexico — — - 
= | La Guiara & Caracas 223 | Nov. 1939 7,055 : 3,060 
/ | Leopeldina 1,918 23.12.39 24,059 | — 651 
ws Mexican 483 30.11.39 $374,700 $17,700 
& Midland of Uruguay 319 Nov. 1939 10.256 715 
S | Nitrate 386 15.12.39 8,706 4 4,229 
f, | Paraguay Central 27 23.12.39 $3,271,000 $241,000 
Peruvian Corporation 1,059 Nov. 1939 61.795 | — 536 
Salvador 100 25.11.39 416,241 47,159 
San Paulo 1533 17.12.39 34,183 + 5,663 
raltal 160 Nov. 1939 2,755 1,025 
} United of Havana 1,353 23.12.39 19,431 4 2.921 
; Uruguay Northern 73 Nov. 1939 1,136 = 196 
« (Canadian National 23,691 1.12.39 895,069 + 192,093 
<>} Canadian Northern - — om 
= Grand Trunk - - — 
> | Canadian Pacific 17,171 21.12.39 608,200 } 60.800 
Assam Bengal 1,329 .39 47,310 
Barsi Light 202 39 6.570 
+ 3engal & North Western 2 096 2.39 72.807 
~ | Bengal Dooars & Extension 161 .39 4,429 
= Bengal-Nagpur . 3,267 39 226 950 
= Bombay, Baroda & Cl. India 2,986 .39 294,150 + 
Madras & Southern Mahratta 2,967 .39 159,525 
Rohilkund & Kumaon 571 2.39 16.700 
South Indian 2.5313 39 112,324 
Beira 204 Oct. 1939 71,976 _ 
Egyptian Delta 623 10.8.39 5.875 4 485 
Kenya & Uganda 1,625 May 1939 206,557 =” 11,295 
Manila — vase ee 
Midland of W. Australia 277 Oct. 1939 15.188 | — 1,982 
= | Nigerian 1,900 28.10.39 23,695 | — 4,758 
~ | Rhodesia 2,442} | Oct. 1939 388 154 — 
South Africa 3,284 9.12.39 694,758 19.830 
Victoria 4,774 Aug., 1939 698.267 — 64.636 
Note. Yields are based on the appr 
Argentine traffics are now given in pesos. + 


























y 
% Aggregate Tratfics to Date Prices 

> Shares 

= 

ns Totals or 

° Increase or stock 
7 This Year Last Year Decrease 

£ 4 

51 726.980 761,990 = 35,010 = Ord. Stk. 103. 41> 8 
26 ps. 4,134,900 ps4,281,800 — ps. 146 900 e 41 2 215 
48 47,530 40,100 + 7,430 6p.c. Deb. 71 534 7 
on - ~— — Bonds. 534 414 6 
26 ps30,750,000 ps30,705,00. + ps45,000 Ord. Stk. 51 2 31 
17 $1,934,600 $2,045,700 ~— $111,100 Mt. Deb. 14 8 11 
26 ps51,139,000 ps51.942,000 —ps 803,000 Ord. Stk. 1339 414 8 
26 ps18,386,000 ps17,060,000 + ps1,326,000 101 4 61 
26 ps46,487,000 ps43,281,000 + ps 3,206 000 oe 1114 4 7 
_ _ _ — Dfd. 4 11 3ly 
26 472,351 462,222 10,129 Ord. Stk 214 7Ty¢ 2's 
52 270,756 314,399 — 43.643 Stk. 2410 18 22i 
48 150,400 178,100 — 27,700 1 Mt. Db. 1041 102 10219 
26 ps. 6,335,500 ps6,444,200 —ps.108,700 Ord. Stk. 6 3 4 
51 469.400 408,300 + 61.100 Ord. Sh. 3/- 1/2lp 316 
48 $5,448,489 $5,081216 + $367.273 — te wa 
— _ — _ Ist Pref. Jlod. 7lod. lo 
48 67,780 57,105 + Stk. 7 6le 712 
51 1,094,988 1,111,210 — Ord. Stk 21 ly 2 
21 $5.831,100 $5,756,400 + $74,700 : 159 4 lg 
22 44,783 43907 + 876 “a ‘ ly lp 
50 119,126 137,283. — 18,157. Ord. Sh 11 13; 
26 | $82,384,000 $79,184,000 +$3,200,000 Pr. Li. Stk 36 38 
22 316.494 340,673 = 24 179 Pref. 316 316 21 
21 4216,137 4262.564 — 446.427 Pr. Li. Db 191 16 15 
50) 1,571,622 1,595,249 — 23,625 Ord. Stk. 38 20 38 
22 10,540 13.515 — 2975 Ord. Sh. 6/6 § 
6 431,291 398,297 + 32,994 Ord. Stk. 2 14 1 
22 4,781 5,231 = 450) =Deb. Stk 2 2 2 
51 39,632,546 35,525,184 + 4,107,362 vend cal 
- “= _ — 4p.c. Perp. Dbs.' 743 60 73 
-- — — a 4 p.c. Gar, 1001 76 98 
51 29,408,000 27,744,600 + 1,663,400 Ord. Stk 73 3lo 7 
32 978,293 938,741 + 39,552 Ord. Stk. 761 60 64 
34 ‘ 96.157 — 025 Ord. Sh. 561 50 lo 45 
11 531.091 _ 45.485 Ord. Stk. | 277 22915 228 
36 107,904 _ 7,163 91 84lo 85 
34 , 3 4,531,310 + 602,845 9434 831 8315 
38 6,299,100 6,209,775 89.325 108 90 9912 
34 3.715,405 3,621,699 + 93,706 1041ljg 92 99lo 
11 96.772 93.820 2,952 280 263 232§ 
34 2,717,206 2,743,580 — 26,374 102 88 87!o 

4 71,976 — - = 
19 67,548 65,905 + 1,643 Prf. Sh lo lg 
21 1,220,870 1,309.332 -- 88,462 - - 
— - — - B. Deb 55 39 53 
17 51.806 61.8556 — 10050 Ine. Deb. 91 $71 88 
31 874.277 922,770 — 48,493 — — — 

4 388,154 — — — — -- 
40 23.552.693 22,559,098 ry 993.595 — — -- 
9 1,383,157 1,479,248 — 96,091 - —_ _ 

rrent prices and are within a fraction of ly 
are calculated @ Is. 6d. to the rupee. § ex dividend 


Nil 
Nil 
Nil 


Nil. 
Nil 
Nil 





XUM 


